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TRAFFIC WORLD INDEX 
The index for the semi-annual volume of The Traf- 
fic World (January to June, 1922) is mailed to sub- 
scribers with this week’s magazine. It should have been 
mailed last week, as promised, but an error in the mail- 
ing department caused delay. 


RESPONSIBILITY IN THE STRIKE 

The first responsibility for bloodshed and destruc- 
tion of property in the present railway strike is on the 
strikers. That may not be entirely true in every strike, 
but it is true in this one. The bloodshed and the de- 
struction of property come about through efforts of the 
strikers to prevent other men from doing the work they 
have quit. They insist on their right to strike. We do 
not question it. But if they have the right to quit work, 
after a government board, constituted by Congress for 
the purpose, has adjusted their wages, then, undoubt- 
edly, the railroads have a right to fill their places with 
men who will work at those wages. They have not even 
the excuse that is made in some strikes that the only 
way they have of obtaining their rights is by violent 
methods exerted with a view to influencing their em- 
ployers to listen to reason. Their employers are not in- 
volved in this question except as a party to a contro- 
versy that has been settled by a Labor Board appointed 
in accordance with an act of Congress, representing the 
people. The men may not like that act, but as long as 
it is the law, it represents the will of the people (in- 
cluding their own) and must be obeyed, just as the pro- 
hibition law or the law against theft must be obeyed, 
however little we may approve of them. Anything else 
means anarchy. The men have a right to strike, but 
there their right ends. When they go further than that 
and their acts result in bloodshed, death, and loss of 
property, they are murderers and looters. 
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The secondary responsibility is on the authorities— 
municipal, county, state, and federal—who permit the 
disorder to continue without punishing the malefactors. 
True, when disorder becomes rampant, the police act, 
the sheriff swears in special deputies, the governor calls 
out state troops, and the national government solemnly 
warns that the carriage of the mails must not be pre- 
vented and interstate commerce must not be interfered 
with ; but is anyone punished? Every attack on a work- 
ingman—either one who has refused to join in the strike 
or one who has taken the place of a striker—is assault 
and battery, when it is not worse; every piece of tam- 
pering with railroad property to detract from its useful- 
ness is vandalism and disorderly conduct; every inter- 
ference with a mail train or with the transportation of 
passengers or freight in interstate commerce is a crime. 
But the personal cowardice of officers of the law, the 
official cowardice of politicians in office, the maudlin 
sympathy of some for the “poor workingman,” and the 
general apathy of the public in the matter of law and 
order, permit a state of affairs that is ridiculous and 
disgraceful. It ought to shock the public and its repre- 
sentatives, appointed or elected to enforce the law, that 
a band of strikers can forcefully take possession of a 
piece of railroad property—as was done, for instance, 
in the case of the Chicago and Alton shops at Bloom- 
ington, Illinois—and even officers of the railroad com- 
pany attempting to do a little work in the shops to keep 
the wheels moving, be ordered to leave town—and noth- 
ing is done in the way of punishment. These rioters 
and breakers of the law ought to be dealt with just as 
any law-abiding and respectful community would deal 
with any gang of thieves and murderers. 

There may be those who will think these strong or 
even violent words. But if any answer can be made to 
them we should like to hear it. It is time to have done 
with maudlin “sympathy,” political timidity, and slack- 
ness in perception of chaotic and illegal conditions. The 
law-abiding and long-suffering public should insist that 
its officers do their duty. There is no question here in- 
volved of whether the wages of railroad shopmen are 
too high or too low. The law is being broken, peaceful 
citizens are being», man-handled, property is being de- 
stroyed, and commerce is being hindered by a lot of 
rioters. They s d be dealt with summarily. 

In the meantifiie the chairman and some other mem- 
bers of the Labor Board, are running about in circles, 
trying to get the strikers and their former employers 
“together”—though the board has decided the case and 
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Northern Railroad 
Maintains Daily Through Fast Freight Schedules 


via connectiens at Bells, Jackson, Middle- 
ton, Tennessee, New Albany, Newton, 
Laurel, Miss., and Mobile, Alabama, afford- 
ing quick deliveries between Northern cen- 
ters and Southern and Southwestern points. 


SOUTHBOUND NORTHBOUND 
:330 AM 4:30 PM Lv. Jackson Ar. 10:20PM 8:50 AM 
00 12:30 AM Lv. New Albany Ar. 3:00PM 1:45 AM 
1:20 PM Ar. Newton Lv. 2:30 AM 12:25 PM 
5:00 PM Ar. Meridian Lv. 9:50 AM 
740 AM 4:30 PM Ar. Laurel Ly. 11:40PM 9:30 AM 
4:10 AM Ar. Mobile _Lyv. 10:00 PM 


“THE ROAD OF SERVICE 


Offices at: 

CHICAGO, ILLINOIS KANSAS CITY, MISSOURI 

551 Marquette Bldg. 737 Railway Exchange Bldg. 
DETROIT, MICHIGAN MEMPHIS, TENNESSEE 

704 Free Press Bldg. 436 Bank of Commerce Bldg. 
ST. LOUIS, MISSOURI NEW ORLEANS, LOUISIANA 

426 Pierce Bldg. 1012 New Hibernia Bldg. 

MOBILE, ALABAMA, 71 Conti Street 
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WHEN YOU SHIP 


Look at the map and see how thoroughly the Illinois Traction 
System serves the state of Illinois and the St. Louis territory; and 
keep in mind that this System has 
























Joint freight rates. Standard M.C.B. equipment. 
Track connections with steam roads. Switching arrangements that reach all in- 
Centrally located freight houses. dustries in St. Louis, Peoria, and ot her points. 
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Ship Today ~Its there To:morrow 


Fast highball freight service. Really an express service at 
freight rates. 








The traffic department watches 
over your shipments with a per- 
sonal interest. 


—— W. H. WYLIE, Traffic Manager 
Ge Peoria, III. 
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the strike is in opposition to its award. If the board 
knows of anything that either the shopmen or the rail- 
road managers should do, it should have said so in its 
decision. If it did not think of it at the time it made its 
decision, but has thought of it since, it should revise its 
decision. Otherwise, it and its members have no func- 
tion to perform in the situation and their efforts to 
bring about a “settlement” only add to the confusion 
and a possible popular conception that perhaps the 
strikers are not entirely in the wrong. 

The way to settle this strike is this: Take the de- 
cision of the Labor Board as representing right and jus- 
tice. Admit the right of the men to strike—which means 
to quit—if they do not like the decision or care to con- 
tinue working under it. Protect to the utmost the rail- 
roads in their endeavor to continue operating their prop- 
erties and the men who are willing to work for them in 
doing it, and punish to the utmost the rioting law-break- 
ers who try, by unlawful means, to prevent this opera- 
tion or to persecute the workers. The strike will then 
settle itself in short order. Either the strikers will re- 
turn to work or new men will be employed to take their 
places. The cure is simply enforcement of the law and 
maintenance of public order. The railroad managers 
should stand firm and the law should protect them. They 
should not be frightened by threats of other crafts—the 
big brotherhoods, for instance—based on objections to 
the use of military force. The objectors should be told 
that the railroads have nothing to do with the use of 
military force—that it is employed by the authorities to 
preserve order and that no one not guilty of a breach of 
peace need stand in fear of military or any other force. 
And the government—local and national—should sup- 
port the railroads in this position. 
concession the railroads could thake, and preserve their 
rights and their self respect, would be to permit the 
strikers to return to work, if they wished to do so, with- 
out forfeiting their seniority and pension privileges. The 
roads are under no sort of obligation even to do that; 
but if they offered to do it and the program of law en- 
forcement we are pointing out were adopted, the men 
would be exceedingly foolish not to take advantage of it. 
It is only the fact that they can “get away with” the 
things they do and laugh at government authority, that 
encourages them to persist. 

The men have a right to strike. 


Let them get out 
and stay out. 


But if they wish to remain in, in any 
sense of the word, they should be taught that the only 
way they can do it is by peaceful methods and proper 
appeal for reconsideration by the Railroad Labor Board. 
They might have some public sympathy if they did that. 
By their present course they are permitting the question 
of a fair wage scale to be lost in the question of whether 
anarchy shall be permitted. To that question there can 
be only one answer, and we call on good government 
to make it. Treating with men who assert that they 
are entitled to higher wages is one thing; treating with 
rioters and thugs is quite another. 

It may, to some, seem unjust to speak of the strik- 
ers, as a whole, as rioters and thugs. It may be pointed 
out that there are always hot-headed and irresponsible 
persons, at a time like this, who will commit* unlawful 
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acts, and that the union does not countenance them. To 
this we can only reply that these illegal acts are well 
known and, in many cases, are committed by large and 
well organized bands; and yet we have heard of no 
movement in the union to restrain or discipline the dis- 
orderly ones. There are, doubtless, individuals among 
the strikers who disapprove these methods on moral 
grounds, and others who see their unwisdom in antagon- 
izing public opinion; but there is no sign of any organ- 
ized disapproval of this sort. The facts speak for them- 
selves. The striking shopmen are using illegal and 
violent methods. They should be put where they can 
do no more harm. It is pitiful to think that in this 
vaunted home of the brave and land of the free, four or 
six hundred thousand discontented railroad shopmen can 


set the laws at naught and so seriously hamper the 
transportation of the country. 


REORGANIZE THE R. R. BUSINESS 


(The Furniture Journal) 


The Grand Rapids Furniture Manufacturers’ Association has 
put itself on record as earnestly desiring to have the railroad 
interests of the country reorganized, and in connection with this 
an elimination of the competitive plan under which rail lines are 
operating. 

The resolution was the first step toward a campaign for a 
reduction of freight rates based upon. possible economies. It 
advocates the elimination of city ticket offices, freight solicita- 
tion, elimination of unnecessary passenger trains and a com- 
bination of routes of both freight and passenger service. 

The plan advocated by the furniture men is similar to that 
proposed by Supreme Court Justice Brandeis, who once made 
the startling statement that he could save the railroads $1,000,000 
a day by merely eliminating duplicated energy and unnecessary 
expense. The furniture association’s plan is even more sweep- 
ing and all-embracing. Step by step it defines the economic 
vagaries and competitive costs which the public is made to bear. 
It shows what can be done and should be done before the trans- 
portation business .can be placed on a healthy, economic basis. 

No mention of wages is made in the resolution. It is 
confined entirely to methods of operation. It puts the prob- 
lem clearly up to railroad management as conducted under 
state and interstate commerce and transportation acts and sug- 
gests a centralization of authority and an equalization of service. 
It recommends a radical change in tax assessment of railroads, 
collected by the United States and rebated to the states on an 
equitable plan. Laws are asked for, which should become effec- 
tive with dispatch and promptness as to rates and tariffs until 
declared unreasonable by a properly constituted court. 

The committee having the resolution in charge is composed 
of Charles R. Sligh, Sligh Furniture Company; D. H. Brown, 
Century Furniture Company, and R. W. Irwin, of R. W. Irwin 
Company. They will begin at once to interest other organiza- 
tions, chambers of commerce, Rotary, Kiwanis and other busi- 
ness clubs throughout the state. The plan is to organize Michi- 
gan first and extend the demand for a sweeping reorganization 
of the railroad transportation business all over the country. 

The resolution is as follows: 


Whereas, Railroad transportation is the most vital problem affect- 
ing the agricultural and industrial interests of the United States to- 
day and is causing a dislocation of established interests that will 
meant vast financial losses if allowed to continue; and 

Whereas, The present methods of railroad operation, in our opin- 
ion, are wasteful and detrimental to the best interests of the people of 
the United Siates; therefore, 

Resolved, That we petition the Congress of the United States, 
the Interstate Commerce Commission, the legislature of Michigan, 
the Michigan public utilities commission and any other proper public 
officials requesting that existing laws be enforced that will bring 
about a readjustment of freight classifications and reductions in rates 
that will help restore normal traffic conditions. 

Railroad rates today are double pre-war rates, while prices for the 
products of industry, exclusive of freights, are only about 35 per cent 
or 40 per cent higher. 

We submit that, in our opinion, passenger rates should not be 
reduced, but all reductions should apply to freight. 

We believe that in the operation and management of railroads 
many economies could be effected, and suggest: 

First—Abolition of all city or so-called uptown ticket offices, 
tickets to be sold and reservations made only at depot offices, and, 
if abolished, a prohibition of the payment of commissions by rail- 
roads for the sale of passenger tickets. ’ 

Second—Eliminate the countless freight and om aaa solicitors, 
traveling up and down the land, who produce nothing. 

hird—Prohibit the operation of unnecessary passenger trains, 
which are largely in excess of requirements of the service. The only 
excuse for their operation is competition. : 

As illustrations of the above there are 26 trains running daily be- 
tween Grand Rapids and Detroit and 24 trains between Grand Rapids 
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and Chicago daily. Half of these trains would take care of the traffic. 
In addition to the above we have interurbans and a steamship line; 
also numberless public automobile lines. This condition is duplicated 
in hundreds of other competitive localities. 

Fourth—We submit that Section V of interstate commerce acts 
should be enforced immediately. This provides that all railroads in the 
United States shall be consolidated into a limited number of systems. 
In our opinion six systems would be sufficient. 

Fifth—That pooling of both passenger and freight earnings should 
be authorized as permitted by the interstate commerce act, thus elim- 
inating the present destructive competition 

Sixth—We call attention to the fact that taxes were paid by the 
railroads of the United States as follows: 


St Ua dderaiin carte tin oaaattbin tet chs CURL «on di de coweal $ 98,000,000 
1921 


iain: stilt a tiv aecas es O:necepotiaacianemoled eo Usaha gliadin Mile ri dlearda aceiatiniinbal tetas tie 280,000,000 
and of 49 varieties, each state having a system different than every 


other state and then the United States government adding another. 
We submit that taxes collected in any state affect interest rates 
charged in every other state. We think taxes might be greatly re- 
duced, established on one uniform basis, collected by the United States 
—_ a poager proportion rebated to the different states on some equit- 
able plan. 

Seventh—We favor the enactment of laws that will vest in state 
and national officials absolute authority to establish classifications 
and rates which shall be effective 30 days after their promulgation 
and shall remain in force unless a properly constituted court declares 
them unreasonable, the burden of proof as to their unreasonableness, 
if a reduction is made, resting on the railroad. If an advance is made 
the shipper or consumer can appeal. 

Eighth—We are opposed to government ownership or operation 
of railroads and ascribe much of the present unfortunate situation to 


the vicious — enacted during the war and to the administra- 
tion of those laws 


Ninth—The industries of Grand Rapids are compelled today to 
pay nearly double freight on the raw material we bring into our fac- 


tories, and the consumer is paying double the pre-war freight on our 
products we sell to him. 


We submit that the railroads, which have a practical monopoly 
of traffic, should be enabled or compelled by governmental authorities 
to reduce cost of operations approximately as above outlined so that 
freight rates, which are a part of the cost of every article produced 
and which every living soul as a consumer pays, may be reduced at 
least one-quarter to one-third. 


Charles R. Sligh, chairman of the committee, in commenting 
on the resolution, said: 


This is the expression of a desire on the part of the furniture 
men of Grand Rapids to be of some constructive service to the whole 
country. We cannot shut our eyes to the manifest changes which 
are sweeping over business. New standards are being formed. Sci- 
ence and advancement have gone forward with greater rapidity than 
have our methods of management and administration of business. To 
meet this progress, to meet the demands for better livelihood, there 
must come a corresponding conservation of energy and a more highly 
developed order in business affairs. 

Railroad management is the relic of an old regime. It is handi- 
capped by its own weight and conflicting and cumbersome laws. It 
is influenced by a thousand and one matters, by numerous contra- 
dicting requirements. By eliminating overlapping of service, unneces- 
sary competition and useless adherence to red tape enough money can 
be saved to reduce the cost of freight transportation to far below 
pre-war costs. Labor is a big item in the railroad business, but it is 
not the biggest item . The railroads must save money and they can- 
not save as they are now constituted. 

It is our plan to follow up this resolution aggressively. We want 
to interest every civic and business association in Michigan to take 
an active part in placing before the constituted authorities the need 
of a prompt and efficient change in the transportation plan. We invite 
every contributory influence to co-operate with us. We have talked 


enough, speculated enough and planned enough. Now is the time for 
action. 


NEW CAPITAL OF RAILROADS 


(From ‘Railroad Data’’) 

Mr. Walker D. Hines, formerly Director-General of the 
Railroad Administration, told the Interstate Commerce Com- 
mission on January 31 of this year that the railroads should 
be provided with one billlon dollars of new captal a year for 
several years to come, in order that the railroads might keep 
pace with the industrial growth and transportation needs of the 
country. Since March, 1920, that is, a little over two years ago, 
the railroads have been provided with about $1,107,000,000* 
additional capital. An analysis of this financing, however, shows 
that the railroad financial requirements, as stated by Mr. Hines, 
are not as near to being met as the sum of even $1,107,000,000 
of railroad financing in two years would indicate. Of this 
amount, only $299,000,000, or 28 per cent, was actually new 
capital. About $388,000,000, or 35 per cent., was raised by the 
sale of equipment trust certificates and $420,000,000, or 37 per 
cent., was raised for refunding purposes—that is, new money was 
raised to pay off maturing obligations. This leaves the small 
amount of $299,000,000, or 28 per cent., of the whole, as the 
actual new money raised for capital improvements and better- 
ments. This sum is just about one-eighth of the amount neces- 
sary, according to Mr. Hines and many railroad officials. All rail- 
road financing during this time was accomplished solely through 
the sale of funded obligations— that is, bonds, notes, ete. In 
other words, no new railroad money was raised through the sale 
of stock to the public. The sale of these railroad securities has 
provided the railroads with money to purchase new equipment, 
to pay off their old debts, and to add a few betterments to 
their properties, but each issue of funded obligations is ac- 
complished by an increase in interest charges. These are a 
great financial drain, over a perod of years, partcularly when 
limited earnings will not allow the ordinary amortization of 
short or long-term debts. 


*These figures are compiled from the monthly and weekly state- 
ments of the Commercial and Financial Chronicle. 
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STRIKE THREE AND OUT 


(By the Bureau of American Economics) 

The American Federation of Labor is at bat. The American 
Public is the umpire. 

Strike 1—The Chicago Building Trades Strike, accompanied 
by lawlessness and bloodshed. 

Strike 2—The Coal Strike, with its massacre at Herrin, ac- 
companied by a temporary breakdown of law and order in that 
territory. 

Strike 3—Now comes the Shopmen’s Strike on the railroads. 

Is this sufficient to put the batter (the leaders of the A. F. 
of L.) “out” of its dictator’s role? Is it not time to demand labor 
leadership which stands for law and order and sound economic 
principles? 

Present indications seem to warrant the opinion that Strike 
3 will be accompanied by lawlessness and bloodshed similar to 
the previous two. In addition, this strike comes at a most inop- 
portune time for the country. The railroads need increased roll- 
ing stock to take care of the immediate transportation needs of 
the farmer, the manufacturer and business generally, to say 
nothing about the future. It is essential that they be in a posi- 
tion not only to perform normal repair operations, but also to 
undertake extensive programs of new work which in many cases 
have already been authorized and now must wait upon the strike. 

You ask what can you do? Continue to “smoke out” the 
radicals, and clarify issues. Public sentiment will do the rest. 
In this way, and in this way only, will American institutions and 
ideals survive against the attacks of Sovietism, Communism, 
Bolshevism, and other “isms” of the Reds. 

And don’t forget this one point—these same radical leaders 
are trying to control the coming Congressional elections. 


5. PC. P. MERGER 


The Trafic World Washington Bureau 


Shippers of the Pacific coast who are opposed to the Central 
Pacific being merged with the Southern Pacific this week filed 
a statement with the Department of Justice protesting against 
“activities of the Southern Pacific Railway in endeavoring to 
create sentiment and action against the decision of the Supreme 
Court, which ordered the dissolution of its partnership with the 
Central Pacific Railroad.” 

“The protests made to the Department of Justice,” the state- 
ment issued by the press agent for the shippers said, ‘‘are based 
on the efforts of the Southern Pacific Railway to stampede 
commercial organizations into supporting its attempt to evade 
the intent of the Supreme Court decision. Members of Congress 
have received similar complaints.” 

The Pacific coast shippers who are in favor of the dissolu- 
tion as ordered by the Supreme Court have established head- 
quarters in the Munsey building in Washington under the name 
of “California Committee of Producers and Shippers.” The com- 
mittee has issued a number of statements for the press. 

P. R. Thompson, chairman of the transportation committee 
of the Peninsula Bureau of Chambers of Commerce and Civic 
Associations of California, has issued a long mimeographed state- 
ment regarding the dissolution decision. 

This organization at a meeting at Redwood City, Calif., 
adopted a resolution petitioning the Interstate Commerce Com- 
mission and Congress “to aid in the execution of the order of the 
Supreme Court.” The resolution set forth that it was generally 
conceded that the Union Pacific would obtain control of the 
Central Pacific and that this would provide a through line to 
the coast with equal advantages and facilities as to rates, time 
and transportation. 

The Omaha Chamber of Commerce has begun what might 
be called a countervailing propaganda with regard to the en- 
forcement of the decision of the U. S. Supreme Court that the 
merger of the Southern Pacific and the Central Pacific is in 
contravention of the anti-trust law—if the publicity that has 
been given out by the San Francisco Chamber of Commerce in 
behalf of a setting aside of the decision by action of the Com- 
mission may be called propaganda. The Omaha body is of the 
opinion that the decision of the tribunal of last resort should 
be enforced. Its interest is to have the transcontinental traffic 
from California flow eastward over the shorter route composed 
of the Central Pacific and the Union Pacific. It has sent to 
Congress resolutions adopted by it and data gathered from vari- 
ous sources to show that the Supreme Court considered all the 
material now being brought forward by the Californians and 
passed on them, attaching little weight to the representations 
made in behalf of a continuance of the merger. 

SOUTHERN PACIFIC APPLICATION 

The Southern Pacific Company has applied to the Commission 
for authority to acquire the properties of the Chowchilla 
Pacific Railway Company in Madera county, California, and 
to retain the excess earnings thereof for 10 years as provided 
in section 15a of the interstate commerce act. The line extends 
from Chowchilla to Dairyland, a distance of about 10 miles, 
and serves a large area of land under irrigation which is being 
rapidly subdivided and cultivated. 


= = at oo bet O68 fete Sot ee OS a 


ee ee ee 


d- 


1e 


ly 
he 


ne 


ion 
lla 
ind 
led 
1ds 
les, 


ing 


July 15, 1922 








| Current Topics 
in Washington 





The President’s Proclamation.—At the time of the issuance 
of President Harding’s proclamation directing all persons to re- 
frain from interfering with the carriage of the mails and the 
maintenance of interstate commerce, that part of Washington 
which feels free to praise or blame the administration for what 
it does or fails to do, had no verdict on that unusual move by 
a President of the United States. There was a hope that it would 
have a good effect upon the strikers—that it would make the 
thoughtful men among them remember that they owed a duty 
to the country not measured exactly by the number of dollars 
they might think they were entitled to receive for their labor. 
There was also a query among those who have hoped for what 
has been termed a “vigorous” administration from Harding, as 
to whether the proclamation was intended to be a warning, 
in the nature of the ceremony of reading the riot act to a mob 
by a peace officer, as a step to be folowed immediately, if the 
mob did not disperse, by the use of force. There was a hope 
the President had that ceremony in mind when he issued his 
proclamation and alse that he immediately would direct the 
use of force in the event the strikers or their friends insisted 
on making the strike effective by resort to the club. The White 
House did not offer suggestions as to the weight to be given 
to the proclamation. One newspaper friend of the President, 
however, in telling the story of the proclamation, said the Presi- 
dent had “taken the railway situation into his own hands.” 
The significance to be attached to that declaration may be in- 
ferred from the fact that that newspaper man never tries to do 
other than put before his readers the President’s views. He 
comes under the designation of “cuckoo” or “trained seal” by 
those who can see no merit in a newspaper man or public offi- 
cial who is always trying to reflect the views of someone else. 
But the searchers for a valuation of the move could not attach 
any more weight to the declaration about the President having 
taken the situation into his own hands than they could to 
the declaration that two and two make four. Both declarations 
do no more than state obvious facts. They had a longing for an 
opinion as to what the President would do with the situation by 
reason of his “taking it into his own hands.” It was pointed 
out that, even if the issuance of the proclamation was akin 
to the ceremony of reading the riot statute to a mob, it could 
mean no more than was in the mind of the reader. More than 
once in the history of mobs the riot act has been read without 
anything effective following the reading. The mere reading, 
it might be suggested, is not so definitely significant as is the 
placing of the black cap on the head of the judge when he 
is about to sentence a man convicted of murder. No official of 
the federal government is under legal obligation to give warning 
to disperse to a mob that may be interfering with the carriage 
of the mails or the maintenance of interstate commerce. There- 
fore, the issuance of the proclamation, it is believed, will come 
to be regarded as merely intended as an admonition to the law- 
breakers that, unless they desisted from their lawlessness, force, 
sooner or later would have to be applied, and not as notice that 
force would be applied immediately after its issuance. 


The Elastic Limit in Public Affairs—In applied mechanics 
there is what is known as the elastic limit. When the strain 
on a piece of steel reaches the point where there is no “come 
back” left in it, the elastic limit has been reached. Every 
strain less than the elastic limit is followed by a return of the 
steel to its original length. There is no elongation. Strain 
beyond the elastic limit lengthens the steel, without stop, until 
the breaking point is reached. With the coal strike and the 


‘strike of the railroad shop-men in an acute stage produced by 


negotiations and by the violence of the shop-men, that part 
of Washington not thinking about getting itself re-elected to 
office seemed to be inclined to wonder whether there was an 
elastic limit in the affairs of a people like those of the United 
States and if there was, how much more must happen before 
there was some kind of definite re-action. The ordinary Amer- 
ican, apparently, is not getting much service from those on 
whom his millions and billions have been lavished, other, per- 
haps, than notices from the income tax unit that he owes a few 
dollars more than he has paid. While he is contemplating the 
marvels of income tax unit auditing, his mail is being held up 
by a small party of strikers at Flora, probably a nice village in 
Illinois, and he is being assured by his coal man that, perhaps, 
before the winter is over, the coal man may send him a few 
tons of what sometimes looks like slate and bone at a price 
that will be communicated to him when he gets the stuff called 
coal. The delay in the mails and the uncertainty about coal is 
caused by not more than 500,000 men who profess to think the 
ordinary citizen has money in his clothes to which the brawn 
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of their right arms gives them a title that the laws are not 
supposed to recognize. A thought in connection with the 500,000 
men is that perhaps not more than 260,000 of them really believe 
they have been receiving less than a fair return for their work. 
Another thought is that perhaps not more than 2,600 of the 
260,000 are really responsible for the 260,000 thinking they 
may have a grievance. The 2,600 are the ones who teach the 
260,000 to think of themselves as abused beyond human en- 
durance, iteration and reiteration having made a majority of the 
500,000 believe they are the victims of such oppression that 
they must take to the highway and invite a return of the time 
when the big stick, the fairly strong arm, and above all the 
nimble brain made the law of the case on the spot, and enforced 
it instantly against just such as those who have gone on strike, 
the hewers of wood and the drawers of water. And the Amer- 
ican Farm Bureau Federation is running a propaganda bureau 
that is inclined to cartoons calculated to make the farmer be- 
lieve that he, too, is abused above all others. A “boiler plate” 
cartoon offered to farm journals depicts the down-trodden farmer. 
his wife and children, as slaving in the hay and wheat field while 
the “city feller,” his wife and children, in holiday attire are 
hustling off, tennis racquets in hand and golf sticks in bags 
over their shoulders, toward a passenger train de luxe. Nearly 
all organizations supposed to be created for the betterment of 
their members, the officers of which are highly paid, live in 
Washington and operate automobiles, seem to be teaching self 
pity instead of self reliance, thrift, and study to reduce the cost 
of carrying on the necessary work of the world. 





Water Competition.—It may have been one of the best days 
the Commission ever had when it was persuaded to believe that 
“potential competition” was only a myth and that if there ever 
had been competition, it had so completely disappeared that. it 
would never come back again. Another view may be that it was 
one of its worst days when it listened to the representatives of 
intermediate points and held that there was no reason for a 
continuance of fourth section relief. Perhaps the relief given 
the intermediate points may balance the harm that has been 
done to the terminal points and to those who invested in barges 
because rates were put on a dry land basis. But the speed with 
which some railroads are trying to combat the ghost of potential 
competition or, in some places, the substantial body of com- 
petition, has suggested to some that the effort to meet the 
abnormal conditions created by the war was not such a paying 
thing after all. The time may come, after the Commission for 
years has held railroad building down to absolute necessity, 
when there will be business enough all the time to make both 
water and rail transportation profitable. Unless, however, the 
Commission allows the railroads to meet water competition, 
some of them will have to suffer material reductions in reve- 
nue. If it does allow them to meet it, the carriers by water 
are likely to suffer. On possibly a superficial view it might be 
suggested that the Commission is in for many bad hours in 
the immediate future. In the investigation and suspension doc- 
ket case involving crude and fuel oils rates from points in 
Texas to Sulphur Mine, La., the Commission rapidly and com- 
pletely reversed itself so as to save the Southern Pacific a 
revenue of about $350,000 a year. But what about the boats on 
the Calcasieu River that could bring the oil to a connection 
with a pipe line and thereby give the sulphur company fuel 
for rates less than the Commission said, in Ex Parte 74 and 
Shreveport cases, were no more than reasonable? And then 
there is the 20 cent proportional rate on iron and steel articles 
proposed: in supplement No. 32 to Leland’s I. C. C. 1420. The 
proportional rate proposed would be 44 cents less than the 
reasonable maximum rate prescribed by the Commission, or 
permitted, if the Commision did not prescribe rates, in Ex Parte 
74. In the event that rate is permitted to move stuff from the 
Mississippi River crossings into Texas common-point territory 
in competition with all-water hauls from Philadelphia and Pitts- 
burgh to Galveston, and the all-rail from St. Louis, what about 


the water carriers, whose interests are in obedience to law, 
to be fostered. 


Ignorance About the Labor Sections of the Act.—Appalling 
ignorance about the so-called labor sections of the Esch-Cummins 
law exists among the newspaper correspondents who have been 
writing about the railroad strike from Washington. Apparently, 
too, the ignorance prevailed among officials of the Depart- 
ment of Justice until they began hunting for “legal weapons to 
proceed against strikes and lock-outs.” The quoted words were 
taken from a dispatch sent out by a press association, the re- 
porters for which, generally, have been trained to get their 
suggestions from officials. The amazing discovery, to the re- 
porter and the officials of the department, was made that the 
law contains no penalties for disregard of its provisions. They 
made the startling discovery that the “penalty clauses were 
stricken from the bill upon the protest of organized labor.” The 
“discovery” was made when the officials looked for some way 
to handle the strike situation without ‘resort to the use of the 
army.” According to the story sent out, the Department of 
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Justice officials “found that what should be one of the great 
statutory aids in the present crisis is not.” Of course, the fact 
is that there never were penalty provisions in the Esch-Cum- 
mins bill. The penalty proposals were defeated before the 
measure got to the conference committee where all important 
legislation is shaped for final passage. The same thing hap- 
pened when the Adamson bill was pending. The labor leaders 
endorsed the benefits but eliminated all duties and penalties. 
Both bills were fine illustrations of the rule of the country by 
organized minorities. The organized labor leaders not only 
pulled all the teeth out of the labor sections of both bills 
but they tried to eliminate from public life all those who tried 
to frame laws that would confer benefits and impose burdens 
at the same time, J. Stanley Webster, of Spokane, being one 
man they were after with great enthusiasm. Commissioner 
Esch was another. Webster was renominated and re-elected; 
Esch was defeated at the primaries. He had burdens other 
than his record regarding the Esch-Cummins law to carry. They 
were too heavy for him and he was one of the victims of the 
few upsets that took place in 1920. A. BE HH: 


NICKEL PLATE-L. E. & W. CONTRACT 


The Trafic World Washington Bureau 


The Commission made public July 11 a finance opinion dis- 
missing the application of the New York, Chicago & St. Louis and 
the Lake Erie & Western, asking for approval, under paragraph 
(2) of section 5 of the interstate commerce act, of a proposed con- 
tract for the exchange of materials and supplies to avoid the 
requirements of section 10 of the Clayton anti-trust act. It held 
that the proposed contract was not a means of acquiring control 
within the meaning of paragraph (2). 

On the preceding day W. A. Colston, former head of the 
bureau of finance of the Commission, and now vice-president of 
each of the roads involved, filed an application asking approval 
of a new contract dated July 5. The Commission’s decision was 
dated July 6, and apparently Mr. Colston had reason to believe 
that his first proposition would be turned down. 

Disposing of Mr. Colston’s contention that the original agree- 


ment could be approved under the section in question, the Com- 
mission said: 





i 

The proposed contract may be said to give each company a cer- 
tain measure of control over specific transactions and contracts of 
the other and to facilitate the establishment of a relation that will 
make possible a closer union for operation and management. The 
applicants contend that common control of two or more corpora- 
tions by means of common directors and officers is one of the -means 
of control which is recognized by the act, and that the additional 
measure of control afforded by this contract is supplementary thereto, 
and simply carries the common control one step farther towards an 
ultimate complete unification of operation and management, without 
resulting in any corresponding unity of ownership. 

The control provided for by this paragraph, however, is control 
over one or more carriers by another carrier and not mutual control by 
the two carriers over the same subject-matter. Moreover, we think 
the “‘control’’ that the framers of the act had in mind is the full and 
complete control which may be exercised by the owner of the major- 
ity of the capital stock of a carrier, or by the lessee of the property, 
and not the control which might be exercised by one carrier in the 
purchase of materials and supplies for another carrier. It is obvious 
that, unless the paragraph gives us authority to make an order ap- 
proving this contract, no expression of approval on our part would 
have the effect of relieving the applicants from the possible applica- 
tion of restrictive laws. Inasmuch as we are of the opinion that para- 
graph (2) has no application to the transaction involved herein, it 
follows that the application must be dismissed. 


In the application, filed July 10, the two roads asked ap- 
proval of an agreement providing for the operation, management 
and control by the Nickel Plate of all the lines, properties and 
business of both lines or control by the Nickel Plate of the Lake 
Erie & Western to such other extent as may be indicated by 
the Commission. 


The intent of the applicants is to secure permission to 
operate their lines as a single system irrespective of the separate 
ownership and accounting returns of the various parts thereof, 
“thereby avoiding inconvenience, delays and unnecessary expense 
and affording more efficient and economical operation of the 
properties of the applicants which will result in improved serv- 
ice to the public.” 


The application was filed under paragraphs (1) and (2) of 
section 5 of the interstate commerce act. 


The applicants, which have certain common directors and of- 
ficers, W. A. Colston, former head of the I. C. C. Bureau of Fi- 
nance, being vice-president of each of the companies, recently 
filed an application under paragraph (2) of section 5 seeking ap- 
proval of a contract between themselves providing for “acquisi- 
tion of control by each carrier of the supplies, materials and facil- 
ities of the other carrier to the extent necessary to provide for 
efficient and economical operation of the two companies.” The 
chief purpose in view of the carriers is to be relieved of compli- 
ance with section 10 of the Clayton anti-trust act. 

The agreement now proposed by the carriers sets forth the 
fact that the previous application was made, but that the new 
agreement was devised because the decision of the Commission 
in the first case might be delayed or when ultimately rendered, 
might be averse to the applicants. 
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The material part of the new agreement, dated July 5, fol 
lows: 


Now, therefore, in consideration of the sum of one dollar ($1.00) 
by each party to the other paid, the receipt of which is hereby 
acknowledged, and other good and valuable considerations, it is mutu- 
ally agreed, by the parties hereto, that, subject to the approval of the 
Interstate Commerce Commission and effective as of July 1, 1922, and 
continuing until December 31, 1926, unless sooner terminated by mu- 
tual agreement, the railroads and properties of the pereere hereto shall 
be operated, managed and controlled by the Nickel Plate Company and 
all receipts, income, disbursements, expenses and charges of every 
kind shall, as of December 31, in each year, be divided between the 
parties hereto on the same basis as nearly as may be determined as 
such income and expenses would have been divided under separate 
operation and management of the properties of the parties hereto. 


REVENUE FREIGHT LOADING 


A break in the record that had been in the last few weeks 
in revenue freight loading occurred the week ended July 1 when 
the loading dropped 960 cars below that of the week ended June 
24, according to the weekly compilations of the car service divi- 
sion of the American Railway Association. The total for the 
week ended July 1 was 876,896 as compared with 877,856 in the 
preceding week. In the corresponding weeks of 1921 and 1920 
the loadings totaled 776,079 and 891,621, respectively. 

Coal loading dropped from 96,960 cars in the week ended 
June 24 to 94,748 cars in the week ended July 1, a decrease of 
2,212 cars. Live stock loading decreased from 29,934 to 28,546 
cars; forest products, from 64,271 to 61,422 cars; merchandise, 
L. C. L., from 249,193 to 247,111 cars. Grain and grain products 
increased from 38,411 to 41,897 cars; coke, from 9,466 to 10,361 
cars; ore, 64,284 to 64,776 cars, and miscellaneous, from 325,337 
to 328,035 cars. 

The loading of revenue freight by districts in the week ended 
July 1 and in the corresponding week of 1921 was as follows: 

Eastern district: Grain and grain products, 10,006 and 
6,585; live stock, 2,796 and 2,509; coal, 7,856 and 43,021; coke, 
2,084 and 866; forest products, 5,437 and 4,867; ore, 7,125 and 
2,522; merchandise, L. C. L., 70,441 and 57,694; miscellaneous, 
93,993 and 70,334; total, 1922, 199,738; 1921, 188,398; 1920, 218,267. 

Allegheny district: Grain and grain products, 2,271 and 
2,115; live stock, 2,651 and 2,087; coal, 18,630 and 47,288; coke, 
4,753 and 2,223; forest products, 3,164 and 2,591; ore, 11,213 and 
6,711; merchandise, L. C. L., 51,675 and 43,602; miscellaneous, 
75,693 and 49,042; total, 1922, 170,040; 1921, 155,659; 1920, 172,073. 

Pocahontas district: Grain and grain products, 169 and 119; 
live stock, 145 and 116; coal, 31,331 and 24,681; coke, 254 and 
107; forest products, 1,489 and 1,309; ore 29 and 14; merchandise, 
L. C. L., 6,465 and 4,983; miscellaneous, 4,111 and 3,965; total 
1922, 43,993; 1921, 35,294; 1920, 35,263. 

Southern district: Grain and grain products, 3,734 and 
3,018; live stock, 2,126 and 1,597; coal, 23,167 and 19,120; coke, 
1,281 and 382; forest products, 19,349 and 14,902; ore, 1,264 and 
485; merchandise L. C. L., 37,598 and 35,546; miscellaneous, 
40,031 and 37,102; total, 1922, 128,550; 1921, 112,152; 1920, 121,836. 

Northwestern district: Grain and grain products, 10,093 and 
10,148; live stock, 8,189 and 6.961; coal, 5,415 and 5,677; coke, 
1,567 and 490; forest products, 16,816 and 11,574; ore, 42,693 and 
19,513; merchandise, L. C. L., 30,187 and 28,239; miscellaneous, 
40,451 and 32,338; total, 1922, 156,041; 1921, 114,935; 1920, 153,875. 

Central Western district: Grain and grain products, 10,623 
and 13,277; live stock, 10,297 and 9,364; coal, 5,279 and 13,754; 
coke, 256 and 178; forest products, 6,559 and 6,067; ore, 2,053 and 
729; merchandise, L. C. L., 34,199 and 31,810; miscellaneous, 
48,429 and 37,707; total, 1922, 117,695; 1921, 112,886; 1920, 128,272. 

Southwestern district: Grain and grain products, 5,001 and 
5,487; live stock, 2,342 and 1,890; coal, 3,070 and 3,572; coke, 166 
and 145; forest products, 8,608 and 6,255; ore, 399 and 792; mer- 
chandise, L. C. L., 15,916 and 14,645; miscellaneous, 25,337 and 
24,019; total, 1922, 60,839; 1921, 56,755; 1920, 62,035. 

Total, all roads: Grain and grain products, 41,897 and 40, 
694; live stock, 28,546 and 24,524; coal, 94,748 and 157,113; coke, 
10,361 and 4,391; forest products, 61,422 and 47,565; ore, 64,776 
and 30,766; merchandise, L. C. L., 247,111 and 216,519; miscel- 
laneous, 328,035 and 254,507; total, 1922, 876,896; 1921, 776,079; 
1920, 891,621. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in good order 
dropped to 239,225 cars in the period June 23-30, a decrease of 
16,460 compared with the period June 15-23. The surplus of coal 
cars dropped from 160,733 to 147,558 cars. The average daily 
shortage increased from 3,411 to 4,803 cars, the shortage of coal 
equipment increasing from 2,160 to 3,148 cars. 

The surplus by classes of equipment, as compiled July 11 
by the car service division of the American Railway Association, 
for the period June 23-30, was as follows: Box, 54,910; ven- 
tilated box, 3,782; auto and furniture, 1,409; total box, 60,101; 
flat, 4,250; gondola, 68,231; hopper, 79,327; all coal, 147,558; coke, 
3,945; S. D. stock, 10,808; D. D. stock, 1,044; refrigerator, 8,818; 
tank, 424; miscellaneous, 2,277; total, 239,225. 

‘ The shortage was made up of 1,397 box, 231 flat, 3,148 coal 
3S. D. stock, 20 refrigerator, and 4 miscellaneous cars. 
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RATES TO GADSDEN AND ATTALLA 


Application of the scale prescribed by the Commission in 
the so-called Nashville case, 61 I. C. C. 308, for the establishment 
of reasonable rates to and from Gadsden, Alabama City and 
Attalla, Ala., within 60 days has been enjoined upon the carriers, 
in a report on No. 11888, Chamber of Commerce, Gadsden, Ala., 
vs. Alabama Great Southern et al., opinion No. 7724, 69 I. C. C. 
378-87. In that case the Commission held unreasonable the class 
rates from Ohio and Mississippi river crossings and points be- 
yond, and from Nashville to Gadsden, Alabama City and Attalla, 
to the extent they exceeded rates based upon the adjustment 
and graded according to the percentages prescribed in the Nash- 
ville case. 

In the event the carriers fail to make the revision within 
the time indicated the complainants have been authorized to 
bring the matter to the attention of the Commission again to 
the end that it may take such action as it deems appropriate. 

This decision, together with the fourth section applications 
considered in connection with the case, are without prejudice 
to the conclusions the Commission may reach in No. 13494, 
Southern Class Rate Investigation. No order was deemed neces- 
sary in respect of the fourth section departures because the 
southeastern carriers are making a check of their rates in that 
part of the country to bring them into harmony with the Com- 
mission’s fourth section order No. 3866. 

The decision in this case may be regarded as of particular 
significance when taken in connection with the Southeastern 
Class Rate Investigation. In the Nashville case the Commis- 
sion prescribed a scale beginning with $1.60 for first class, from 
Cincinnati to Atlanta. In the Southeastern Class Rate Investi- 
gation the carriers, at the Atlanta hearing, submitted a plan 
for putting class rates in Southern Classification territory on a 
percentage basis, using the $1.60 rate from the Ohio River to 
Atlanta as the measuring stick. 

The significance of this decision, it is suggested, lies in the 
fact that the Commission, in the first case decided after begin- 
ning of the investigation, approved the use of that $1.60 rate as 
the measure of a reasonable rate, from the Ohio River to points 
in Alabama, now grouped with Atlanta, although the distance 
from Cincinnati to Gadsden is less than from Cincinnati to At- 
lanta, the respective distances being, according to a table in 
the report in this case, 431 and 475 miles. Inasmuch as the car- 
riers themselves, in the Southeastern Class Rate Investigation, 
have offered to use the $1.60 as a measuring rate, it is suspected 
they will not object to the application of their scheme to the 
making of rates to the Alabama points involved in this case, 
although they may not be able to accomplish the task within 
the time allowed them by the Commission. 


MERCER VALLEY RAILROAD 


In a report on No. 11366, Mercer Valley Railroad Company 
vs. Pennsylvania, Western Lines, et al., opinion No. 7701, 69 
I. C. C. 233-4, written by Commissioner Hall, the Commission 
reiterated what it had said in National Tube Co. vs. P. C. C. & 
St. L., 61 1. C. C. 590—namely, that the Mercer Valley “was not 
at any time, and is not now, a common carrier subject to the 
interstate commerce act.” It followed, the Commission said in 
the tube company case, that its tariffs were not lawful and should 
be stricken from the files of the Commission 

This formal case was brought by the Mercer Valley, a 
United States Steel Corporation interest, to obtain an increase in 
the allowance given it by its trunk line connections. It alleged 
the allowance was unreasonable and resulted in undue prejudice 
and disadvantage. Commissioner Hall said the facts developed 
at the hearing in this case were substantially the same as those 
brought out in the earlier case, and needed no re-statement. 

This disposition, amounting to an affirmation of the earlier 
decision, was supplemented with an order dismissing the case 
and striking the Mercer Valley’s tariffs from the files. The dis- 
missal and striking, however, are without prejudice to the trunk 
lines making an allowance to the Mercer Valley for such service 
as it may render them. The trunk lines, however, must quit their 


Practice of absorbing part of the Mercer Valley’s published 
charges. 


SWITCHING AT BOSTON 


Revolutionary changes, in the area of the Boston switching 
district, in switching rates and absorptions have been ordered, 
not later than October 2, in a report, written by Commissioner 
Eastman on No. 11040, Boston Wool Trade Association vs. Di- 
rector-General, Boston & Albany et al., opinion No. 7710, 69 
I. ©, ©, 282-311. Commissioner Hall concurred in part but dis- 





THE TRAFFIC WORLD 115 
Decisions of Interstate Commerce Commission | 


sented on part of the enlargement of the switching district, in- 
clusion of the delivery points on the Union railroad, controlled 
by the New Haven, in the area te- which flat Boston rates ap- 
ply, and the reduction in the revenues of the carriers he be- 
lieves will result from enforcement of the order. 

The outstanding fact in the order requires the New York, 
New Haven & Hartford, the Boston & Maine, the Boston & 
Albany, and the Union Freight Railroad to enlarge the switch- 
ing district so as to include in the Boston switching district 
the separate municipalities of Boston, Cambridge, Somerville, 
Everett, and Chelsea. Another is they are to give up their 28 
different ways of stating rates for switching service and put 
them on the flat per car basis. Still another is that they con- 
sider the possibility of affording relief in the crowded district 
by employing lighters such as are used in New York harbor. 

Another requirement is that the Union Freight Railroad be 
considered a part of the New Haven system. Another is that 
the carriers absorb $5 per car out of the $10 per car interchange 
switching charge held by the report to be reasonable. That 
finding, Commissioner Eastman said, must not be understood, 
however, as justification for the discontinuance of the practice 
now in effect of absorbing the entire switching charge on traf- 
fic to and from New York City and points west of the Hudson 
river. He said that reparation should be denied because the 
Commission in this case was prescribing for the future a sys- 
tem of switching charges based upon a theory essentially dif- 
ferent from that which had hitherto been followed in the Bos- 
ton terminal district. 

“It involves.a somewhat radical reconstruction of methods 
and practices which have at least had the sanction of long- 
standing custom and we have recognized it as a measure tenta- 
tive and experimental,” said Mr. Eastman. 

The Commission said that in view of the intricacy of the 
situation its conclusions as to what should be included in the 
Boston switching district were to be regarded as in a measure 
tentative or experimental. Actual trial, it said, would afford a 
far better test than could be provided by any evidence now 
possible to marshal. 

“At the end of a reasonable period of time, say, one pear, 
or earlier, if congestion at any freight station or delivery yards 
should result, opportunity will be afforded either complainants 
or defendants upon request to bring to our attention such facts 
as they may believe will justify modification of the conclusions 
reached and the order entered herein,” said the Commission. 


The findings of the Commission are as follows: 


For the purpose of these findings, the future switching limits at 
Boston, Mass., of the New York, New Haven & Hartford Railroad 
Company are defined as comprising all tracks, yards, piers, stations, 
connections, and sidings north of and including Harvard Street sta- 
tion on its Midland division, north of and including Harrison Square 
station on its Plymouth division, north of and includng Forest Hills 
station on its Providence division, and on the Union Freight Rail- 
road; the future switching limits of the Boston & Albany Railroad 
Company as comprising all tracks, yards, piers, stations, connec- 
tions, and sidings east of and including Brighton station on its main 
line, and on its Grand Junction branch; the future switching limits 
of the Boston & Maine Railroad as comprising all tracks, yards, 
piers, stations, connections, and sidings east of and including West 
Cambridge station on its Fitchburg division, east of and including 
North Cambridge station on its Arlington branch, east of and in- 
cluding North Somerville station on its Southern division, south of 
and including Wellington station on the western line of its Portland 
division, south of and including West Street station on its Saugus 
branch, and west of and including Chelsea station on the eastern 
line of its Portland division. 

We find— 

1.. That defendant carriers’ rates and charges for interchange 
switching, i. e., for the movement in interstate or foreign commerce 
of freight, in carloads, within their respective future switching lim- 
its to or from a point of interchange with another defendant carrier, 
when such other carrier is to move or has moved such freight to or 
from a point beyond its future switching limits, will for the future 
be unreasonable to the extent that they exceed or may exceed $10 
per car. 

2. That defendant carriers’ rates and charges for intraterminal 
switching, i. e., for the movement in interstate or foreign commerce 
of freight, in carloads, from a point within their respective future 
switching limits to a point within such limits, will for the future be 
unreasonable to the extent that they exceed or may exceed $15 per 
car. 

3. That defendant carriers’ rates and charges for interterminal 
switching, i. e., for the movement in interstate or foreign commerce 
of freight, in carloads, between a point within the future switching 
limits of one defendant carrier and a point within the future switch- 
ing limits of another defendant carrier, will for the future be unrea- 
sonable to the extent that they exceed or may exceed $20 per car. 

That the maintenance and application by defendant carriers 
for the movement in interstate or foreign commerce of freight, in 
carloads, of a higher rate or charge between a point outside their 
respective future switching limits and a point within such limits 
than they contemporaneously maintain and apply on like traffic be- 
tween the same outside point and any other point within such limits 
will for the future be unjust and unreasonable. 

5. That defendant carriers shall for the future, except to the 
extent that similar results are accomplished by partial absorptions 
of switching charges, establish and maintain through routes for the 
movement in interstate or foreign commerce of freight, in carloads, 
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between any point local to their respective lines and any point within 
the future switching limits of another defendant carrier, and shall 
also maintain and establish joint rates for such movements which 
shall not be greater or less than the contemporaneous rate to or 
from Boston, Mass., plus $5 per car, which joint rates we find will 
be reasonable. ; nat: 

6. That, for the reasons above stated, reparation, so far as it is 
sought by complainants or interveners, should be denied. ‘ 

7. That fourth section application No. 1481 should be denied. 

8. That except as hereinbefore found, the rates, charges, and 
practices attacked have not been shown to have been or to be unrea- 
sonable, unjustly discriminatory, or unduly prejudicial. — 7 

9. That defendant carriers will be expected to publish a joint 
tariff which will include all rates and charges within and between 
their respective switching limits and also show the name and loca- 
tion of all industries situated therein. 


The report in this case also covers No. 10427, Quincy Mar- 
ket Cold Storage and Warehouse Co. et al. vs. Director-General, 
et al., and Fourth Section application No. 1481. In response to 
the fourth section application the Commission issued Fourth 
Section Order No. 8218, denying authority to charge for the 
transportation of freight destined to private and public sidings 
of the Boston & Maine in Boston, Chelsea, Charlestown, Somer- 
ville and East Cambridge when accomplished through the me- 
dium of the Union Freight Railroad Company rates which are 
lower by reason of the absorption of connecting line switching 
charges, which absorptions are not made on traffic to indus- 
tries on the Union Freight railroad than the rates contem- 
poraneously in effect on like traffic to said points on the Union 
Freight railroad. The denial is to be effective October 2. 


COAL CAR SUPPLY 


Affirmance of its finding in the original report, 62 I. C. C. 429, 
has been made by the Commission, on re-argument, in No. 11375, 
Meyersdale Smokeless Coal vs. B. & O., and Director-General, 
opinion No. 7668, 69 I. C. C. 74-8. In the original finding the Com- 
mission said the refusal of the railroad company and the Direc- 
tor-General to furnish cars for the complainant, between May 1, 
1917, and August 1, 1918, while furnishing cars for the competi- 
tors of the complainant, subjected the complainant to undue preju_ 
dice. In this case the Baltimore & Ohio and the Director-Gen- 
eral enforced the rule, established by the corporation, that it 
would not furnish cars on two-tipple tracks, but would require 
each mine to have a track of its own. 

The case was re-argued at the request of the corporation 
and the Director-General. The Commission said the corpora- 
tion had not brought out anything at the re-argument that had 
not been mentioned in the first discussion. The Director-Gen- 
eral contended the order should not have been made to run 
against him because it was not shown the complainant had 
ever asked him to furnish cars, notwithstanding that rule. 

On that point the Commission held the presumption was 
conclusive that the Director-General was responsible for the 
continuance of the order because he adopted the outstanding 
orders and tariffs of the corporation and the law did not re- 
quire a man to do a vain thing; that is to ask for something in 
the face of the fact that the order denying cars to the coal 
company had not been revoked by either the corporation or 
the Director-General. 


FREIGHT BILL CREDIT RULE 


The Commission, in Ex Parte 73, opinion No. 7716, 69 I. C. C. 
351-2, has modified the 96-hour freight bill credit rule prescribed 
by it in Ex Parte No. 73, 57 I. C. C. 591, so as to permit the 
McCloud River Railroad Company to give thirty days’ credit to 
shippers in Siskiyou, Shasta and Modoc counties, in California. 
The shippers in question are in the interior and beyond the end 
of the company’s railroad. Freight for them is carried to Bartle, 
Calif., where the railroad company maintains a warehouse. 
Thence it is hauled, for the shippers, not the railroad company, 
to the interior. The truckmen do not make regular trips and 
the railroad company does not feel like leaving its bills for 
freight to collection by them. It prefers to send bills by mail. 
Now that the star routes for the interior counties start from 
Redding and not from Bartle, the minimum distance the mail 
has to be carried is 69 miles. The railroad company said it 
often took from a month to six weeks to get mail to and from 
the counties mentioned, especially in the winter, when the mails 
frequently have to be carried by toboggan. In view of these 
conditions, the Commission said, it would waive the 96-hour rule 
and allow the railroad company to give credit for 30 days. 


OIL FROM TEXAS PORTS 


A complete and emphatic reversal of itself has been made 
by the Commission in I. and S. No. 1320, oil from Texas ports 
to Sulphur Mine, La., opinion No. 7714, 69 I. C. C. 345-7. Upon 
further consideration it said it had come to the conclusion that 
the Southern Pacific had justified its proposal to reduce the 
rate on crude and fuel oil, from Sabine, Port Arthur, Chaison 
and Beaumont, Tex., to Sulphur Mine, from 10 to 6.5 cents, 
thereby wholly receding from the position it took in 63 I. C. C. 
74. The Commission reversed itself, it said, because addi- 
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tional facts and circumstances had been brought to its atten- 
tion. Among the facts was that the Santa Fe had published a 
rate of 10 cents on fuel oil from Galveston to Gulf Hill, where 
there is a sulphur company that competes with the one at 
Sulphur Mine, for a distance of 185 miles, and that the Com- 
mission itself had authorized a reduction just as great, by the 
Texas & Pacific for a short haul from Prairie to Dallis, Tex., 
for reasons that it found were controlling between the Texas 
points and Sulphur Mine. The controlling facts are that there 
is a water route which the sulphur company can use, in con- 
nection with a short pipe line from the Calcasieu river to Sul- 
phur Mine. The pipe line would cost only $160,000. Inasmuch 
as the sulphur company’s freight bill for fuel is $496,000 a 
year, the construction of the pipe line has been planned. The 
Southern Pacific also told the Commission that if the pipe line 
were built it would lose, irrevocably, the revenue of $350,000 it 
now obtains from the sulphur company, which is the largest 
shipper on the Southern Pacific lines in Louisiana. 





RATE ON COMMON BRICK 


An award of reparation has been made, in No. 12796, Los 
Angeles Pressed Brick Company vs. Pacafic Electric, Director- 
General, as agent, et al., opinion No. 7707, 69 I. C. C. 254-5, on 
account of an illegal rate on 200 carloads of common brick, 
shipped from Sunset, Calif., to Clarkdale, Ariz., between Sep- 
tember 25, 1917, nd June 8, 1918. The case arose over the inter- 
pretation of a tariff which the carriers asserted was erroneously 
published to show a combination, as the shippers contended, 
of 31.25 cents via Santa Monica. The carriers collected a com- 
bination of 32.5 based on Los Angeles. The Commission said 
the carriers might have intended to restrict routing so as to 
have the higher combination applicable but that they did not 
employ suitable languge, to accomplish the intention they said 
they had had. 


RATES ON LIMESTONE 

A finding of unreasonableness and an award of reparation 
have been made in No. 11515, Glencoe Lime & Cement Co. vs. 
Director-General and Missouri Pacific, opinion No. 7703, 69 I. C. 
C., 248-6, as to the rate on limestone, from the complainant’s 
quarries to its kilns on the Glencoe branch of the Missouri 
Pacific, during federal control, because it exceeded $8 per car, 
the rate made effective June 30, 1919. 





RATE ON SLAB WOOD 


The Commission has dismissed No. 11513, Grande Ronde 
Lumber Co. vs. Director-General, and Oregon-Washington Rail- 
road & Navigation Co., opinion No. 7718, 69 I. C. C. 355-6, hold- 
ing the rate on slab wood, intrastate, from Perry io LaGrande, 
Ore., during federal control, was not unreasonable. 


The Commission has dismissed No. 12633, Silica Sand Pro- 
ducers Traffic Association et al. vs. C. C. C. & St. L., Director- 
General, et al., opinion No. 7720, 69 I. C. C., 359-62, holding rates 
on sand, from Ottawa, Oregon, Wedron and Millington, IIl., to 
Bluestone and Farmer, Ky., and Erwin, Tenn., are not unrea- 
sonable. The report also covers No. 12641, Same vs. C. B. & Q. 
et al., and No. 12642, Same vs. C. & O. et al. 


RATE ON CULLET 


The Commission has made a finding of unreasonableness 
and awarded reparation in No. 12788, Ouachita Valley Glass Com- 
pany, Inc., vs. Alabama & Vicksburg et al., opinion No. 7719, 69 
I. C. C., 357-8, as to the rate on cullet from Winchester, Ind., to 
Bastrop, La., in September, 1920, and March, 1921. It said the 
rate was unreasonable to the extent it exceeder 55 cents. The 
rate collected was 84.5 cents. The carriers established the rate 
of 55 cents after the traffic in question moved, so the only ques- 
tion was as to reparation. 





RATES ON AUTOMOBILE FRAME PARTS 


The Commission, in a report and order on No. 11570, Chevro- 
let Motor Company of California vs. Director-General, A. T. & 
S. F. et al., opinion No. 7699, 69 I. C. C., 226-8, has condemned 
as unreasonable a rate of $2.275 assessed on 27 carloads of 
automobile chassis-frame material, shipped from Detroit to Mel- 
rose (Oakland), Cal., between November 25, 1918, and March 5, 
1920, to the extent it exceeded the contemporaneous rate on 
structural steel channels. The carriers are to establish on or 
before August 29 a rate on the commodities in question no higher 
than the rate on the channels and make reparation to that basis. 


CERTIFICATE PLAN CONDEMNED 


Congestion in the grain elevators at Missouri River markets, 
such as Kansas City and Omaha, will not be relieved by the ex 
tension to those cities of the certificate plan for the application 
of proportional or reshipping rates, in lieu of the) surrender of 
inbound billing plan now in use at those cities. Instead the 
plan now in use at the Missouri River markets will be extended 
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to St. Louis; Cairo and Memphis so the undue prejudice now 
existing against the Missouri River markets will disappear. But 
if the railroads elect, they can continue the existing plan at 
St. Louis, Memphis and Cairo until September 22. 

The foregoing is the substance of the Commission’s report 
and order on No. 13523, Board of Trade of Kansas City et al. 
vs. Atchison, Topeka & Santa Fe et al., opinion No. 7692, 69 
I. C. C. 185-93. In that report, written by Commissioner Hall, 
the Commission condemned as unduly prejudicial against the 
Missouri River markets, the certificate plan in use at St. Louis, 
Memphis and Cairo, on shipments into the southeast and Mis- 
sissippi Valley points. The carriers were ordered, not later 
than September 22, to substitute the surrender of inbound billing 
plan. 

In plain language that report and order mean that St. Louis, 
Cairo and Memphis lines leading into the Southeast and Missis- 
sippi Valley, not later than September 22, must apply to ship- 


ments from the three markets mentioned, the reshipping or 


proportional rates that were in effect at the time the grain 
moved into St. Louis, Cairo and Memphis, instead of the much 
lower rates put into operation between September 3, 1921, and 
January 2, 1922. Under the certificate plan it is possible to 
give the grain moving out the benefit of reductions in the pro- 
portional or reshipping rates that took place after the grain 
started from the country elevators. Under the surrender of in- 
bound billing plan, the proportional or reshipping rates at the 
time the grain started from the country must be applied. 

The certificate plan is operated without any requirement as 
to time. That is to say, the man who desires to ship out grain 
on the present comparatively low reshipping or proportional 
rates certifies to the carrier from St. Louis, Cairo or Memphis 
that the stuff he desires to ship originated beyond. At the Mis- 
souri River markets, and at St. Louis, Cairo and Memphis, on 
shipments to central and trunk line territories, the user of the 
reshipping or proportional rates must surrender the inbound 
billing. That shows the date of shipment from the country. 
The proportional or reshipping rate in effect at that time, from 
the reshipping or proportional rate point, is then applied on the 
further movement, if the reshipping is done within the time limit 
established in the tariffs, namely, within one year. 

Kansas City elevators, at the time the complaint was brought, 
were filled with grain that came in before the reductions made 
between September, 1921, and January, 1922, became operative. 
On March 27, 1922, when the testimony in this case was taken, 
they contained 14,972,842 bushels and were what the grain men 
called “comfortably filled.” They have a nominal capacity of 
21,575,000 bushels, but, owing to the necessity for allowing 
working space, they are held to be fully occupied when they 
contain 15,000,000 bushels. 

The complaint was brought with a view to having the cer- 
tificate plan in use at St. Louis, Cairo and Memphis transferred 
to the Missouri River markets on the theory an emergency ex- 
isted and that something must be done to clear the elevators 
of that old grain. The certificate plan would permit the holders 
of that grain to have it sent out on the existing reshipping or 
proportional rates now in effect, and enable them to forget the 
higher rates in effect at the time of the reshipment. 

In the report Commissioner Hall reviewed the law relating 
to proportional and reshipping rates and said: 


We have in numerous cases considered reshipping and _ propor- 
tional rates, by whatever name called, and it is well settled that they 
are inseparably connected with and form parts of the rates applying 
to through transportation. A proportional rate means a part of, or 
the remainder of, a through rate, or it means nothing at all. Kansas 
City Transportation Bureau vs. A. T. & S. F. Ry. Co., 16 I. C. C., 195. 
The principles laid down in Through Routes and Through Rates, 12 
I. C. C., 163, are well known and need not be restated. 


It is manifest, we think, that movement of grain through Kansas 
City and Omaha must either be upon through rates, or upon the 
sums of the local rates to and from those points. A through rate, 
however made up, whether joint or in some form of combination, still 
remains a through rate and necessarily must be that which was in 
effect at the time of shipment from the point of origin. In Cairo 
ag Trade va. C. C. C. & St. L. By. Co., BIC. C, Bs, Se, 
we said: 

“A reshipping or rebilling rate is a proportional rate under which 
after a commodity has been shipped to a distributing market and un- 
loaded for the purpose of storage or treatment in transit the same 
commodity or an equivalent amount may be reshipped to final destina- 
tion, There is a close analogy between reshipping rates and transit. 

* 


“The reshipping rate is usually less than the local rate from the 
distributing or transit point to the final destination and must be re- 
garded as part of the through rate or charge from the point of origin 
through the transit point to the ultimate destination.” 

Complainants must treat these movements of grain through their 
markets either as througk movements or as local movements to and 
from their markets. There is no middle ground. In order to hold 
this grain in storage at the markets and then forward it out on the 
Proportional rates they must have tariff authority. There must be 
some tariff prop to sustain the fiction that a shipment tendered at Kan- 
sas City or Omaha is in process of through transportation from a 
country station in Kansas to Baltimore for export. For, unless the 
tariffs provide to the contrary, proportional rates apply on continuous 
through shipments. If the omnibus clause is used as authority for 
such stoppage, it is also authority for the accompanying obligations, 
among which are those concerning the proof necessary to distinguish 
it from a local shipment and to clearly indicate it as in process of 
through movement. : 

Storage in transit and other transit arrangements rest upon the 
fiction that the incoming and outgoing transportation services, while 
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distinct, are applied to a continuous shipment from point of origin 
to point of destination. Central R. Co. of New Jersey vs. United 
States, . 3. , decided December 5, 1921. We said in In 
Re Milling-in-Transit Rates, 17 I. C. C., 113: ‘‘Why should there be a 
milling-in-transit point if there is not through transportation? And 
if there is through transportation, the through rate from point of 
origin must apply. ‘Transit’ implies a through movement.” 

Transit is sometimes beneficial in its results, but it is open to 
grave abuses. To police it adequately is difficult and expensive. Un- 
less adequately policed, it is an avenue to illegal rebates, and seri- 
ously depletes the carriers’ revenues. Central R. Co. of New Jersey 
vs. United States, supra, citing several of our decisions. 

Provisions similar to the following also appear in these propor- 
tional rate tariffs: 

“Proportional rates named herein apply only on shipments orig- 
inating at points beyond from which no through rates are in effect, 
via route of movement to destinations shown below, and will apply 
whether such shipments are billed locally through the junction point 
and reconsigned or reshipped under transit arrangements or moving 
on through billing from point of origin to destination.” 

To properly police this, it is necessary that inbound billing be 
surrendered in order to determine whether the rate applicable out- 
bound is the proportional rate or the remainder of the through rate 
from point of origin to destination. 


As to the contention of the complainants that either the 
certificate or surrender of inbound billing plan could be used, so 
as to give the benefit to the shipper of whichever made lower 
rates, Mr. Hall said the proposition could be stated more crisply, 
so far as its effect upon the carrier was concerned, by saying 
“heads I win, tails you lose.” 


In condemning the proposed scheme, the Commission said: 


The emergency here alleged to exist affords no warrant for de- 
parture from or reversal of principles long recognized as controlling. 
We accordingly find that the requirements by defendants at Kansas 
City and Omaha that inbound freight bills be surrendered as proof that 
the grain has originated beyond, and their application of the out- 
bound proportional rates which were in effect on the dates of ship- 
ment from point of origin as shown in such inbound freight bills, are 
not illegal, unreasonable or unjustly discriminatory. We further find 
that the failure of defendants to require surrender of inbound freight 
bills on grain at St. Louis, Mo., Cairo, Ill., and Memphis, Tenn., when 
outbound movement is sought as part of through transportation from 
beyond, and their resulting failure to apply on like traffic the pro- 
portional rates which were in effect at the time of original shipment, 
are and for the future will be unduly preferential of those localities 
and of receivers and shippers of grain there located, and unduly 
prejudicial. to Kansas City and Omaha and to shippers and receivers of 
grain there located. We further find that the undue preference and 
undue prejudice so found to exish should be removed by establishing 
and maintaining at all of said competing markets the same rules, 
regulations, and practices in respect of reforwarding of grain which 
has originated beyond as those maintained at Kansas City and Omaha, 
and these we find to be just and reasonable. 


PETITIONS FOR REARGUMENT, ETC. 


Reargument of No. 11669, Stewart-Warner Speedometer Cor- 
poration et al. vs. Director-General et al., has been asked by 
the Director-General. 

An extension of 30 days in which to comply with the Com- 
mission’s order in No, 12244, Corporation Commission of Okla- 
homa vs. Abilene & Southern et al., has been asked by the 
southwestern carriers. The order required the establishment of 
rates in compliance therewith by July 24 on five days’ notice. 
This, the carriers said, would be a physical impossibility on 
account of the large amount of necessary work involved. 

The Director-General has asked a rehearing of No. 12535, 
Fairmont Creamery Company vs. Director-General, and No. 12554, 
Interstate Oil Company vs. Same. 

The Western Union Telegraph Company has asked leave io 
intervene in Valuation Docket 246, in the matter of the tentative 
valuation of the properties of Central Vermont Railway and 
others. 

A rehearing of No. 10733, National Paving Brick Manufac- 
turers Association et al. vs. Alabama & Vicksburg et al., has 
been asked by interveners located in the Portsmouth, Olive Hill, 
Louisville, and Cincinnati districts. According to the petitioners 
the rate of $2.25 per ton of 2,000 pounds from St. Louis to Chi- 
cago, fixed by the Commission in its decision in that case, is 
unduly low; and the rate of $3.15 from the Portsmouth district 
to Chicago, established at the same time, is unduly high. The 
rehearing, therefore, is asked on that portion of the case that 
deals with the key rates to Chicago. 











SETTLEMENTS WITH CARRIERS 


The Railroad Administration reports the following final set- 
tlements, and has paid out to the several roads the following 
amounts: San Antonio and Aransas Pass Railway Co., $1,000,- 
000; Gulf and Ship Island Railroad Company, $575,000; Vicks- 
burg, Shreveport & Pacific Railway Co., $250,000; Chicago, Peoria 
& St. Louis Railroad Co., $1; Calumet Western Railway Company 
paid Director General, $7,377,87. 

The payments of these claims on final settlement is largely 
made up of balance of compensation due, but includes all other 
disputed items as between the Railroad Companies and the Ad- 
ministration during the twenty-six months of Federal control. 

The Commission has certified to the Secretary of the Treas- 
ury that $6,319.94 will make good the guaranty to the Bennetts- 
ville & Cheraw Railroad Company of South Carolina. The 
pines ea heretofore authorized an advance of $10,000 to the: 
carrier. 

The Commission has certified to the Secretary of the Trea- 
sury that payemtn of $12,480.05 to the Fernwood, Columbia & 
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Gulf Railroad Company will make good the guaranty to that 
company which to date has received advances totalling $59,000. 

The Commission has certified to the Secretary of the Treas- 
ury that $2,961.03 will make good the guaranty to the Blooms- 
burg & Sullivan Railroad Company. 

The Commission has certified to the Secretary of the Trea- 
sury that payment of $12,480.05 to the Fernwood, Columbia & 
Gulf Railroad Company under section 204 of the transporta- 
tion act. 

The Commission has certified to the Secretary of the 
Treasury that $5,009.25 is payable to the Knoxville, Sevierville & 
Eastern under section 204 of the transportation act. 

The Commission has certified to the Secretary of the Treas- 
ury that the following amounts are due the carriers named under 
Section 204 of the transportation act: St. John & Ophir Railroad 


Company, $17,977.70; Lufkin, Hemphill & Gulf Railway Company, 
$6,517.07. 


GRAIN RATES FROM SIOUX CITY 


The Trafic World Washington Bureau 


In I. and S. 1509 the Commission has condemned the pro- 
posal of the carriers to establish proportional rates on grain 
from Sioux City to destinations in Louisiana and Texas five 
cents over the proportionals from Omaha to the same destina- 
tions, as giving Sioux City an undue advantage. The condemna- 
tion was without prejudice to the carriers filing rates that would 
do no more than put Sioux City on an equality with other Mis- 
souri River markets, which was the basis prior to June 25, 1918. 


EXPRESS RATE ON CAKES 


The Trafic World Washington Bureau 


Allied cake-baking interests appeared before the Commission 
July 6 to protest against a tariff filed by the American Railway 
Express Company in which it proposed, effective July 15, to 
eliminate cakes from the net-weight pound-rate rule applicable 
on bread and cake. Speaking through Eugene H. Hickok, ap- 
pearing for the Allied Bakers’ Association, the bakers said there 
was no more reason for raising the rates on cake than for rais- 
ing them on bread, and there was none for increasing the rates 
on bread in the face of a downward trend of rates. 

In answer to that, the express company contended that the 
application of the net-weight pound-rate rule to cake afforded 
an excuse for cracker-bakers to ask for the application of that 
rule to their products. It opposed the suspension of the tariff 
because, as it saw the matter, it should no longer be required 
to apply pound rates to the net weight of the cake because the 
shipper of no other kind of merchandise had rates applicable 
only on the lading regardless of the weight of the container. 

Abolition of the rule would make the second class rate, 
which applies on foodstuffs shipped by express generally, cover 
the weight of the cake and the container on packages weighing 
less than 100 pounds. On packages weighing as much as 100 
pounds, the per 100 pound raies would apply. The express com- 
pany contended, in effect, that the Commission made a mistake, 
when, in Oak Grove Creamery Company vs. Adams Express Com- 
pany (19 I. C. C. 454), it said cake should be carried at the 
pound rates, at net weight, on the theory that it was entitled 
to as low charges as bread. 


FRUIT AND VEGETABLE SHIPMENTS 


“Total shipments of 13 leading lines during the week ended 
July 1 filled 16,135 cars, a number 1,074 less than the preceding 
week,” the Department of Agriculture said in its current issue 
of “Weather, Crops and Markets.” “Gains were made in the 
movement of new potatoes, peaches, lettuce and summer apples, 
but watermelon shipments decreased by 700 cars, and tomatoes 
moved in only half the volume of the previous week. Strawberry 
shipments were less than 100 cars. Cabbage shipments declined 
40 per cent compared with the previous week.” 

The review of shipments was in part as follows: 


Cantaloupes.—The peak of the cantaloupe movement from Im- 
perial Valley was reached June 27, when 648 carloads were forwarded. 
California supplied 3,501 cars during the week, Georgia 171 cars and 
South Carolina 92 cars. Movement has begun in a small way from 
Arizona and Arkansas, 

Watermelons.—Georgia leads in the watermelon market, having 
shipped four times as many melons as Florida during the past week. 
Georgia melons filled 2,158 cars and Texas melons 344 cars. Shipments 
from South Carolina are becoming heavy and southern California 
watermelons are moving at the rate of 500 cars per week. 

Potatoes.—About 2,208 carloads came from the Eastern Shore of 
Virginia and nearly half that number from the Norfolk section. North 
Carolina potato shipmerts filled less than 500 cars. Total new potato 
shipments for the week were 4,674 cars, and old potatoes, mostly 
from Maine, filled 217 cars. 

Peaches.—June 27 was also the day of heaviest peach shipments 
from Georgia, the peak being 264 cars. A total of 1,288 cars came 
from that state during the week, 40 cars from California, and light 
shipments from the Carolinas. First cars of the season were reported 
from Alabama and Virginia. New York took more peaches than any 
other city, the week’s arrivals totaling 353 cars. 

Tomatoes.—Texas was the heaviest shipper last week, sending 323 
cars to market or 280 less than the week before. Tennessee ranked 
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next with 200 cars. New Jersey tomato season opened with a move- 
ment of 14 cars for the week. 


Apples.—Delaware shipped 253 cars of apples during the week 
ending July 1, an increase of 300% over the preceding week. Illinois 
movement fell off considerably, but still filled 135 cars. 


COMMISSION ORDERS 


The Hoosier Manufacturing Company has obtained permis- 
sion to intervene in No. 13796, The Public Service Commission 
of Indiana vs. Ann Arbor et al. 

Complainant’s petition for reargument and the Director- 
General’s cross-petition for further consideration of No. 10405, 
Southport Mill, Limited, vs. Director-General, C. & N. W. et al., 
have been denied. 

Permission has been granted The Ford Roofing Products 
Company to intervene in No. 11388, Public Service Commission 
of Indiana et al. vs. A. T. & S. F. et al. 

The Commission has amended its order of January 25 in 
the Meridian rate case, I. and S. No. 1372, by eliminating there- 
from clause (b) on page (v) reading as follows: 

((b) class or commodity rates between Mobile, Ala., and Selma, 
Ala., and between Birmingham, Ala., and Selma, Ala., by way of the 


Southern Railway, that exceed the class or commodity rates con- 


temporaneously maintained by competing carriers on like traffic be- 
tween said points. 


The following paragraph was substituted in lieu thereof: 

(b) class or commodity rates between points within Alabama by 
way of respondents’ lines that exceed the class or commodity rates 
contemporaneously, maintained by common carriers other than re- 
spondents on like traffic between said points. 

W. H. Alexander et al. were permitted to intervene in No. 
13627, Burnett-Yount Horse and Mule Company et al. vs. Abi- 
lene & Southern et al. 

The period of time in which carriers should comply with 
the provisions of the Commission’s order of May 2, 1921, 
entitled, “In the matter of method and form of records to be 
kept by carriers relating to the time on duty of employees 
and the movement of trains’ was extended for a period of: 
60 days from July 1, 1922. 

The Freight Traffic Committee of the Chicago Association of 
Commerce, the Minneapolis Traffic Association, and the St. Paul 
Association of Public and Business Affairs were permitted to 
intervene in No. 11388, The Public Service Commission of In- 
diana et al. vs. A. T. & S. F. et al. 


Complainant’s petition for rehearing and reargument in No. 
12645, Certain-teed Products Corporation vs. Rock Island .et al., 
was denied. 


The Commission has authorized the Railroad and Warehouse 
Commission of the State of Minnesota to intervene in No. 13917; 
Chamber of Commerce of Jamestown, N. D., et al. vs. Big Fork 
& International et al. 


The Freight Traffic Committee of the Chicago Association 
of Commerce was permitted to intervene in No. 13839, the Com- 
mercial Club of Fargo, N. D., vs. Ahnapee & Western et al. 


The Michigan Hardwood Manufacturers’ Association has ob- 
tained permission to intervene in No. 13827, Northern Hemlock 
and Hardwood Manufacturers’ Association vs. Ann Arbor et al. 

The complaint in No. 13508, B. Lissberger & Company et al. 
vs. Pennsylvania et al., was amended by making the Boston & 
Albany and others additional parties defendant. 

Permission was granted the Illinois Coal Traffic Bureau to 
intervene in No. 13841, Indiana State Chamber of Commerce vs. 
B. & O. et al. 


On request of complainant the Commission has dismissed 
No. 11621, Acme Cement Plaster Co. vs. Pere Marquette, Direc- 
tor-General et al., and No. 11621 (Sub No. 1), same vs. same. 

The Commission, on complainant’s motion, has dismissed 
No. 12825, Republic of France vs. Wheeling & Lake Erie et al. 

The Commission has reopened for further hearing No. 12253, 


Goodwin Preserving Company, Inc., vs. Louisville Bridge & 
Terminal Railway et al. 


A. C. L. TO ACQUIRE ROCKINGHAM 


Control of the Rockingham Railroad, from Gibson to Rock: 
ingham, N. C., with a total main track mileage of 21.4 miles, by 
the Atlantic Coast Line through the purchase of additional shares 
of capital stock has been authorized by the Commission. The 
road was built in 1912 for the purpose of affording the town of 
Rockingham and the cotton mills there located railroad connec- 
tion with the A. C. L. The latter aided the construction of the 
line by purchasing the entire bond issue of $250,000 of the Rock- 
ingham company, and by subscribing for a portion of the capital 
stock. The total capital stock issue was 720 shares of the par 
amount of $100 each, of which the A. C. L. owns 360 shares. 
Under authorization of the Commission it will now buy 276 addi- 
tional shares from various stockholders for a cash consideration 
of $15,360, an average of $55.65 a share. The A. C. L. said the 
Rockingham could not have continued in operation without its 
financial assistance and that the Rockingham owed it $99,326.28 
for advances. The road will continue to be operated by the 
Rockingham organization, the A. C. L. said. 
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BLOW TO BARGE LINE SERVICE 


Examiner J. Edgar Smith has recommended dismissal of 
No. 13290, Mississippi-Warrior Service vs. Aberdeen & Rockfish 
et al., the complaint in which the Mississippi-Warrior Service 
asked the Commission to establish more through rail and barge 
routes, with joint rates over such routes differentially lower 
than all-rail rates and the payment of divisions out of such joint 
rates in accordance with a constructive mileage rule proposed 
by the complaining barge line. 


Only the through route and joint rate part. of the complaint 
was disposed of. The question of divisions out of existing joint 
rates is involved in another case. 


The recommendation is without a ray of comfort for the 
barge line service. In effect, Smith said that the barge line 
was asking to be made a success at the expense of the railroads. 
He said the real question in this proceeding was “to what ex- 
tent may the rail carriers be compelled to contribute to the 
success of the barge line? The essential vice in this complaint 
is this: The barge line asks that the Commission compel the 
rail lines to compete with themselves in order to give the barge 
lines participating hauls at lower than the all-rail basis and to 
shrink their revenues for the benefit of the barge lines.” 


Mr. Smith said the demand for a differential in joint rates 
was made solely on account of the disabilities of the barge line 
and was not justified by anything other than the competition 
between the “slow break bulk barge line haul and the unbroken 
rail haul.” 

Broadly speaking, Examiner Smith, in his report on No. 
13290, said the Commission should set its face against the pro- 
posal of the barge line service because, in his estimation, the 
primary purpose of the proposal was to require the making of 
rates which would compel the carriers by rail to turn over to 
the barge line traffic moving east and west, which the barge 
line could not appreciably move toward destination, and then 
compel the carriers by rail, by means of differentially based 
divisions, to pay for barge line service which, in the final anal- 
ysis, would be of no benefit, but, on the contrary, would be a 
mere waste of transportation. To illustrate that point, he de 
voted considerable attention to the part of the record showing 
the meaning of the barge line proposal to make joint rates from 
New York to Los Angeles via the barge line. He pointed out 
that the service the barge line could perform on such a through 
route would advance the traffic toward its final destination by 
distances ranging from 8 to 96 miles, according to the barge 
line port at which the traffic would leave the barge. 


Another point on which he laid stress was that the barge 
line was insisting that, in all instances, its differential should 
remain constant when the joint undertakers came to the ques- 
tion of dividing the money paid by the shipper, regardless of 
the length of the rail haul. He referred to the contention of the 
barge line service that the existing all-rail rates make it pos- 
sible for a shipper to route his freight, on the trip from New 
York to Los Angeles, in such way as to have the traffic carried 
over the Illinois Central between East St. Louis and New 
Orleans, to the extent of observing that if any such routing were 
attempted, the all-rail carriers would speedily put an end to it. 
It would give the Illinois Central less than enough to pay for a 
small part of the service. 

A suggestion in the report is that if joint rates, on a dif- 
ferential division basis, were ordered, the logical effect would 
be to force the railroads to create an agency of competition 
with themselves, for the maintenance of which they would pay 
in part, the result of which would be a competition in rates 
that could not be stopped short of a point where both railroads 
and barge line would be losing money. His central thought 
was that to the barge line had been given all the through route 
and joint rate arrangements, by the Railroad Administration, to 
which the law entitled it, and that the law lay no duty on the 
Commission to favor the barge line or compel the railroads to 
give it anything more than they would give any other carrier. 
In other words, that its insistence on routes and rates, with 
divisions on a differential basis, amounted to a request to be put 
upon a perferred basis. Said he: 


This requirement of a differential in joint rates is not made by 
the rail lines. It is demanded by the barge lines solely on account of 
their own disabilities. There is no showing or attempted showing, 
anywhere in the record, to suggest that this differential is justified 
by anything other than competition between the slow, break-bulk 
barge line haul and the unbroken rail haul. This being so it would 
seem to be just that rail carriers participating with the barge lines 
th joint rates should receive out of such rates the same divisions that 


they would receive to and from the same junction points if the traffic 
moved all around. 


After a long discussion of the proposals of the barge line, 
the examiner said the real question in this proceeding was: 
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To what extent may the rail carriers be compelled to contribute 
to the success of the barge line. 

It would confuse this report to set forth in detail the various pro- 
posals which the barge lines submit for through routes over which 
joint differential rates shall apply. Clearly the barge lines are 
entitled to through routes in connection with rail lines and this fact 
is conceded by the defendants; the barge lines, within reasonable limits, 
may make rates over such through routes differentially lower than 
all-rail rates between the same points, and this the rail lines do not 
seriously contest; but the barge lines’ desire to distribute the differ- 
ential, which is designed solely to attract traffic to them and away 
from the rail lines, in such a way that the rail lines will lose not only 
a part of the traffic, but shall get less for the share of the service 
left to them than they now receive. * * * The essential vice in this 
complaint is this: the barge lines ask that the Commission compel 
the rail lines to compete with themselves, in order to give the barge 
lines participating hauls, at lower than the all-rail rate basis, and to 
shrink their revenues for the benefit of the barge lines. 


In his discussion of the proposals of the barge line, the con- 
tentions of the barge line, those of the carriers, of intervening 
commercial bodies near the Mississippi River and the inter- 


vening bodies at the Gulf and south Atlantic ports, Smith, in 
part, said: 


The act does not enjoin preferential treatment where government 
owned water lines are concerned; such lines stand before this Com- 
mission as do all other water carriers; and the policy of Congress, as 
declared in the transportation act, 1920, is ‘‘to promote, encourage 
and develop water transportation, service, and facilities in connection 
with the commerce of the United States, and to foster and preserve 
in full vigor both rail and water transportation.’’ The exception to 
the power of the Commission to establish through routes in favor of 
water lines applies to all water lines and has no specific reference 
to water lines owned by the government. Indeed that exception is of 
no importance here for the rail lines do not question the power of the 
Commission to establish through routes in connection with these barge 
lines merely because such through routes would result in short hauling 
them. They insist, however, that no preferences are to be shown to 
either rail or water lines; that rail lines and water lines must each 
bear their own disabilities without contributon one to the other; and 
that it is the duty of this Commission to foster and preserve the full 
vigor of rail transportation as well as that of water transportation. 
Nowhere in the act is any intimation given that circuitous water lines 
may short haul all-rail lines on rates differentially lower than all-rail 
rates and compel the rail lines to contribute to such differentials. The 
rail lines say that through routes and joint rates using barge line 
facilities were extended as fas as possible by the railroad administra- 
tion; and they add, notwithstanding this fact, that if the Commission 
is of the opinion that additional through routes and joint rates should 
be established they will concur therein provided their revenues are not 
depleted further than by the participation therein of a rail carrier. 

Here we reach the real question in this proceeding: To what 
extent may the rail carriers be compelled to contribute to the success 
of the barge lines? That this is the main question in issue is demon- 
strated by the fact that the rail carriers in substance say: “We will 
join with the barge lines in any reasonable system of rates, provided 
our earnings are not depleted more than they would be by a rail con- 
nection,’’ whereas the barge lines say: ‘‘We must have rates differ- 
entially lower than the all-rail rates between the same points, for 
otherwise, because of our slower service, shippers will not use our 
facilities, and we cannot absorb the entire amount of the differential 
because we must assume the expense of breaking bulk and the 
divisions now demanded by one rail carrier of another are inequitable.” 

The requirement of a differential in joint rates is not made by the 
rail lines; it is demanded by the barge lines solely on account of their 
own disabilities. There is no showing, or attempted showing, any- 
where in this record to suggest that this differential is justified by 
anything other than competition between the slow, break-bulk barge- 
line haul and the unbroken rail haul. This being so it would seem 
to be just that rail carriers participating with the barge lines in joint 
rates should receive out of such rates the same divisions that they 
would receive to and from the same junction points if the traffic 
moved all-rail. The barge lines, however, attempt to show that these 
all-rail divisions are not properly based and could more accurately be 
expressed in mileage prorates, such mileage prorates to be determined 
between the rail carriers and the barge carriers upon the actual mile- 
ages of the rail lines as compared with the constructive mileages 
above given. These constructive mileages, however, represent neither 
barge services nor short line rail services: they are arbitrary mileages 
as clearly competitive in origin as the differential rates which would 
apply in connection therewith. Here it should be noted that the act 
gives the Commission power to establish through routes and maximum 
joint rates between rail and water lines, but does not give power to 
establish minimum rates over such through routes. So far as the 
maximum rates to be applied for transportation rail and barge the 
defendants concede their willingness to allow the barge lines to par- 
ticipate in all through routes now in effect upon the all-rail basis, 
and the barge lines demand maximum rates differentially, related 
thereto. To this the rail lines reply by conceding their willingness to 
participate in through routes and joint rates differentially lower than 
all-rail rates provided the burden of such differential shall rest upon 
the barge lines asking therefor. 

In Reduced Rates, 1922, 68 I. C .C. 676, the Commission stated its 
position with respect to rail rates generally throughout the country. 
Nothing shown in this record is persuasive that the earnings of the 
rail carriers should be depleted further in order to afford the barge 
lines additional traffic. 

It would confuse this report to set forth in detail the various pro- 
posals which the barge lines submit for through routes over which 
joint differential rates shall apply. Clearly the barge lines are en- 
titled to through routes in connection with rail lines, and this fact is 
conceded by the defendants; the barge lines, within reasonable lim- 
its, may make rates over such through routes differentially lower than 
all-rail rates between the same points, and this the rail lines do not 
seriously contest; but the barge lines desire to distribute the differ- 
ential, which is designed solely to attract traffic to them and away 
from the rail lines. in such a way that the rail lines will lose not only 
a part of the traffic, but shall get less for the share of the service 
left to them than they now receive. It is this feature of the barge 
line proposals to which the rail carriers object; it was because of 
this element that the Railroad Administration refused to establish 
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through routes and joint rates beyond the present limits; and it is this 
feature of the barge lines’ proposals which the Commission is now 
asked to approve. 

Divisions of rail rates are made upon various bases and are de- 
velopments which have arisen out of the growth of transportation. 
Sometimes all-rail rates are divided between carriers participating 
therein upon a basis of mileage, or a mileage prorate; sometimes the 
joint through rate, normally less than the aggregate of intermediate 
rates, is divided in proportion to the factors of such aggregate, or a 
rate prorate; sometimes the joint through rate is divided by allowing 
one or more carriers participating therein full locals, or an arbitrary 
division higher or lower than such locals; and there are other methods 
of division not necessay here to set forth. Indeed, the act, section 
15, paragraph 6, does not commend strict mileage prorates, and com- 
plainants’ constructive mileages are proposed to be offset against the 
rail carriers upon a strict mileage basis without regard to any other 
fact or circumstance. The barge line contends that the present divi- 
sions of all-rail rates are inequitable in and to the extent that they 
depart from the scheme of mileage prorating and it insists that 
these present methods of rate division were established in a spirit of 
barter and trade for traffic; that they were made to prevent the use 
of certain routes; that they were designed to conserve long hauls 
for the originating carriers; and that many of these divisions are 
unknown to the barge lines. They allege that at some junctions 
the divisions allowed vary not in accordance with service, but in pref- 
erence as between carriers, and they cite all these matters as indi- 
cating that the method they suggest, that is a strict mileage prorate 
based upon actual rail miles and constructive barge line miles, is the 
only fair method. 


These strictures upon present methods of division of all-rail rates 
would have more force if the barge lines were the old and established 
routes and the all-rail divisions were now proposed for the first 
time by the rail lines. Certainly the present all-rail rate divisions were 
not established for the purpose of excluding the barge lines from par- 
ticipating in through traffic; and, in so far as they do restrict out of 
line, circuitous and needless hauls, they are aids to rail economy. For 
instance, the Mississippi barge line would engage in transcontinental 
traffic. It asks the Commission to approve through routes from New 
York City to Los Angeles, Cal., using the rail lines to St. Louis, 
using the barge line from St. Louis to New Oreans, and using the rail 
lines from New Orleans to destination; and for this through route it 
asks the Commission to approve rates differentially lower than the 
all-rail rates by the barge line differential on traffic between St. Louis 
and New Orleans. It justifies its application for such through routes 
by calling attention to the fact that rail lines connecting St. Louis 
and New Orleans now concur in the rates between New York and 
Los Angeles. From this fact they assert that it is possible for traffic 
to move from New York to St. Louis, thence to New Orleans and 
thence westward to destination, all-rail. Under the tariffs this is true; 
but as a practical matter no traffic is handled in that way. So to 
* move traffic would be utterly wasteful; for the movement between St. 
Louis and New Orleans, whether by rail or by water would be sub- 
stantially a movement of at least 700 miles perpendicular to, and in 
addition to, the normal line of movement. Transcontinental rates are 
divided substantially on the line of the Mississippi River and the in- 
jection of any merely north-and-south carrier is economically un- 
sound and wasteful. From exhibits filed at the hearing the results of 
such through routes and differential rates may be seen. The first- 
class rate, as shown by the exhibit, was $6.165 per 100 pounds, all- 
rail. All-rail rates between New York and Los Angeles divided 29 
per cent to the lines east of East St Lo.uis and 71 per cent to the 
lines west thereof. The barge line proposes differential rates lower 
than the all-rail rate by the amount of its port-to-port differentials 
St. Louis to Cairo, St. Louis to Memphis, St. Louis to Vicksburg, and 
St. Louis to New Orleans. If the barge line is to be used at all in 
through routes between New York and Los Angeles obviously its en- 
tire haul should be included, that is from East St. Louis to New Or- 
leans; and this is particularly true because the westward haul from 
Cairo is 96 miles greater than from St. Louis; the westward haul from 
Memphis is only 34 miles less than from St. Louis; the westward haul 
from Vicksburg is only 8 miles less than from St. Louis, whereas, the 
westward haul from New Orleans is 52 miles less than from St. Louis. 
Even this 52 miles saving in a transcontinental rail haul exceeding 
3,000 miles is inconsequential, but it is the best the barge can offer. 
The barge differential between St. Louis or East St. Louis and New 
Orleans is 40.5 cents, that is, the all-rail rate is $2.025 and the port-to- 
port barge rate $1.62. Deducting this differential from the all-rail 
rate of $6.165 gives the differential rail-barge-and-rail rate requested 
of $5.76; this the barge line would divide upon a strict mileage pro- 
rate, that is to say, 1,052 miles, or 29 per cent, to the lines east of St. 
Louis, 600 miles, or 16 per cent, to the barge line, and 2,003 miles, or 
55 per cent, to the lines west of New Orleans. If we examine its justi- 
fication of this demand, that is, that traffic may move all-rail on the 
all-rail rate from New York to East St. Louis, thence south by the 
Illinois Central to New Orleans and then westward to Los Angeles, we 
find that if such a movement occurred the Illinois Central would 
receive only 50.8 cents out of a rate of $6.165. For the lines east of 
East St. Louis would receive 29 per cent, or $1.788; the lines west 
of El Paso would receive 49 per cent, or $3.021, and the lines from. East 
St. Louis through New Orleans to El Paso would divide the remainder, 
three-eighths to the Illinois Central and five-eighths to the lines from 
New Orleans to El Paso. In other words, the lines participating in 
the circuitous haul would be obliged to shrink their revenues and the 
line with which the barge would come in direct competition would re- 
ceive only 50.8 cents out of the through all-rail rate of $6.165. Yet 
the barge line demands of 92.2 cents out of such differential rate; a 
division of a differential rate exceeding the division received by the 
parallel rail line out of the higher all-rail rate by 41.4 cents. 


awe surer method of destroying rail transportation could be sug- 
gested. 


The other propositions made by the barge lines amount in essence 
to similar schemes; that is, between territories that now have no 
through routes via the barge line the barge line has suggested routes 
giving it some haul. In other words, it would divert rail traffic from 
its normal route to barge ports in order that the barge might have a 
haul, and it would reduce the rates for such movements in proportion 
to the length of the barge haul. 

These proposals amount to a request that this Commission approve 
the suggested joint rail-barge-and-rail routes and joint rates differ- 

‘entially lower than all-rail rates and distribute the burden of such 
differentials between the barge line and the rail lines. But the barge 
liies ask no contribution from the rail lines to enable them to main- 
tain port-to-port rates; they make these port-to-port rates arbitrarily 
20 per cent lower than the all-rail rates obtaining between the same 
points and, in some instances. pay the rail carriers for switching 
delivery at such ports. When the barge lines pay the rail carriers for 
such switching they ask the same treatment that the rail carriers 
extend to one another. Again, if the barge lines should concur in 
through routes and joint rates on the basis of the rate levels now in 
effect for all rail transportation they could not expect rail carriers 
interchanging traffic with them at their ports to accept, in the 
division of such through joint rates, less than they now receive from 
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rail carriers on traffic interchanged at the same points. How then can 
the barge lines be heard to ask that through routes be established to 
give them a haul; that the rates made applicable over such through 
routes be made differentially lower than the all-rail rates between the 
same points; and that the rail carriers be compelled to accept legs 
than their present all-rail divisions for similar transportation? No 
good reason has been given for making divisions in any such manner 
nor can any good reason be suggested. But the barge lines allege that 
the divisions now in effect between the rail carriers are improperly 
based and ask the Commission to set aside all present methods of 
division and to establish prorates based upon the constructive mile- 
ages al.eudy set 1orth. 

Along the Atlantic coast joint rates between carriers by water and 
by rail have been in effect for many years; and, as the result of 
actual competition, differentials have been reached that have been 
faily constant for fifteen years or more. There the cheapness and 
efficiency of water service from port-to-port control such traffic and 
the rail lines do not attempt to meet all-water rates. The differ- 
entials, or differences, between all-rail rates and all-water port-to-port 
rates, however, do not persist, as complainant claims they ought to 
persist, where joint rail-and-water rates are made. For instance, 
speaking of first-class traffic, it is shown that when the all-rail rate 
from New York to Norfolk, Va., is 88 cents, the all-water rates is 70 
cents, a difference of 18 cents; from New York to Wilmington, N. C., 
when the all-rail rate is 125.5 cents the all-water rate is $1.00, a dif- 
ference of 25.5 cents; the water-and-rail rate, by way of Norfolk from 
New York to Wilmington, however, at the same time, is $1.18, or a 
difference of only 7.5 cents, the 18 cent difference in the rates to Nor- 
folk not being carried through, as the barge line insists that its port- 
to-port differentials should be carried. Where rail-water-and-rail 
rates are in effect via the Atlantic ports, the differential becomes even 
less. From Albany, N. Y., by rail to New York City, thence by water 
to south Atlantic ports, thence by rail to the interior, the differential 
on first class traffic to points in Georgia and Alabama is generally 
7 cents. There is no difference between all-rail and rail-water-and- 
rail rates from Albany, N. Y., to Meridian, Miss.; and to interior 
points in North and South Carolina the differential is only 4 cents, 
The defendants call attention to these matters as illustrating what 
privately owned common carriers by water have accepted as the 
results of competitive conditions; such common carriers by water and 
by rail being subject to taxes and unsubsidized by the federal govern- 
ment. They ask: If water carriers under private management can 
live and handle the greater portion of the traffic on such differential 
rates, upon what theory is a government owned barge line, payin 
no taxes, supported by Congress and otherwise financially favored, 
entitled to demand that its port to-port differences under all-rail 
rates, be continued as differentials in joint rail-and-barge rates as 
permanent differentials? 

The attitude of the interveners (commercial bodies) may be briefly 
stated as follows: Municipalities and business interests located im- 
mediately adjacent to the Mississippi. River, or otherwise directly 
served by the barge lines, support complainant’s contentions; whereas, 
south Atlantic ports and the port of Galveston, Tex., see the extension 
of the barge lines’ differential rates as a proposal to establish differ- 
ential rates in territory normally tributary to them, or in which they 
can now compete with New Orleans, for the exclusive benefit of that 
port. Apparently, their fears are not without foundation. 

These interveners (commercial bodies at the ports) admit that 
ports, such as New Orleans, served by the barge lines are entitled to 
all the benefits of their location and should profit by whatever enon- 
omies of transportation the barge lines are able themselves to con- 
tribute. But, they urge, it is false economy and short-sighted policy 
to seek to extend barge-line service beyond its present limits at the 
expense of rail-carriers. They ask: Upon what theory, after federal 
taxation _is used to support the barge lines serving primarily the Mis- 
sissippi Valley, are the rail carriers, serving other territories also, to 
be ordered to contribute out of their revenues to the success of these 
barge lines? Upon what theory are established rate relationships to be 
broken up by differential rates in favor of the barge lines when 
barge-line economy does not itself effect and support such cheaper 
rates? Why should the barge lines ask this Commission to compel 
the rail lines to absorb any part of the differentials they suggest if 
barge service be, on the whole, more economical than rail service? 
These interveners are not directly interested in the divisions received 
by rail carriers; they are vitally concerned that the earnings of the 
rail lines shall not be depleted or their services crippled by contribu- 
tion to the success of barges and they fear that if the proposed dif- 
ferential rates are established the rail carriers serving them may be 
forced to recoup their losses by charging higher rates where the 
barges do not participate in the transportation. 


The examiner said the adjustment of rates on grain and 
grain products via the Ohio and Mississippi River crossings 
would be disrupted by the barge line proposals. At present the 
adjustment is such that all reasonably direct routes through 
the gateways are open on substantially equal terms. Under 
the proposed differential rates, he said, the movement of grain 
would be drawn through St. Louis, East St. Louis and Cairo 
and distribution would radiate from Memphis and Vicksburg “to 
the consequent loss of merchants located on the Ohio River.” 

Fourth section departures of a widespread nature would 
also result from the proposals. That must necessarily be 80 
because routes in which the barge line could participate must 
embrace a barge haul from one river port to another. Inas- 
much as rates for long hauls to and from the Mississippi River 
crossings are made to maintain certain relations between the 
crossings, rates from and to some of the crossings must. be 
identical. St. Louis and Memphis have an equality in rates 
westbound. Under the barge line proposal, Smith said, there 
would be a joint rate from St. Louis to Tulsa, via Memphis. 
The result would be that traffic from St. Louis to Tulsa via the 
barge-and-rail route would be through Memphis. Being differ- 
entially lower than the all-rail route from St. Louis to Tulsa, 
traffic would flow that way. But the rail service from Memphis 
to Tulsa would be the same as from St. Louis to Tulsa. The 
rate, however, would be 28.5 cents less first class. That is to 
say the St. Louis shipper would have his freight after it had 
been taken off the barge at Memphis hauled for 28.5 cents less 


than his competitor at Memphis would have to pay for the all- 
rail haul to Tulsa. He said: 


_ There is no valid reason or excuse for such a proposal; its adop- 
tion would result, in theory at least, in a gradual reduction of all rates, 
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rail and barge, until barges and rail lines became unremunerative. 
For there could be no reason for refusing Memphis shippers a rate of 
$1.66 to Tulsa, which, having been made applicable all-rail from St. 
Louis, would afford the barge line a new basis for a new differential 
rate, St. Louis to Tulsa, via Memphis. And this process would con- 
tinue, like the old rate wars, until all parties approached or reached 
bankruptcy. For the barge line has no basal rate, its port-to-port 
rates, and its differentials are merely its port-to-port differences ap- 
plied to the all-rail rates in which it concurs. 

The barge lines, in so far as they furnish transportation at cheaper 
total costs than the rail carriers, render a valuable public service and 
are in active competition with the rail carriers. That competition the 
rail lines must meet or surrender a large part of the traffic. Indeed 
the extent to which the rail lines may go toward meeting such com- 
petition is limited, for the Commission may prescribe minimum 
rates for the rail lines, but has no such power over the rates by 
barge. The barge lines ask that the Commission compel the rail 
lines to compete with themselves, in order to give the barge lines 
participating hauls, at lower than the all-rail rate basis, and to 
shrink their revenues for the benefit of the barge lines. Some of 
the routes proposed are so obviously circuitous and expensive that 
it is doubtful if an order giving the barge lines participation therein 
could be supported by anything other than the third section of the 
act even upon a basis of rates equal to the all-rail rates; and while 
the barge lines are entitled to participate in joint rates with the 
rail lines this right is not coupled with the power to compel the rail 
lines to absorb any part of the competitive differential. 

The record is very large. It covers nearly 1,700 pages of type- 
written matter with about 360 voluminous exhibits, and there are 
617 pages of printed briefs. The foregoing report is made after a 
very thorough examination of the record as a whole, but does not 
attempt to touch upon matter which seems to loom large in the eyes 
of the parties to the proceeding. So to do would be to wander in a 
mass of detail that would obscure the main outlines of the proposed 
differential rates. ‘ 

It is recommended that this complaint be dismissed. This leaves 
the barge line with the routes and rates they now have and the 
matter of divisions belongs therefore in the proceeding first cited 
(No. 11893 pertaining to the divisions of present rates). For this 
reason, and because the record cannot justify a definite finding 
thereon, no attempt has been made to determine the justice of 
present methods of division between rail carriers. If the proposals 
made by complainant do not themselves stand examination, they 
cannot be strengthened hy the weaknesses of long established divi- 
sions between rail carriers. 


RATES ON WASTE PAPER 


A finding of unreasonableness, and a denial of reparation 
for lack of proof, have been advised by Examiner John T. How- 
ell, in a report on No. 13469, United Paperboard Co., Inc., vs. 
Greenwich and Johnsonville Railway Co. et al., as to the rates 
on waste paper, to Thomson, N. Y., from points on the Boston & 
Maine, St. Johnsbury & Lake Champlain and the Montpelier & 
Wells River railroads, and on boxboard, chipboard, wood, pulp- 
board, and newsboard, from Thomson to destinations on the 
Boston & Maine and the New York, New Haven & Hartford. 
The report also covers No. 13470, Same vs. Same. The rates 
attacked, generally, are combinations, based on Johnsonville, 
the factors heing mileage rates of the Boston & Maine and a 
proportional of 3 cents from Johnsonville, to and from Boston 
& Maine points. To New Haven stations there are commodity 
rates on boxboard from Thomson, generally higher than the 
combination of a 9.5 cent rate to Johnsonville and the sixth 
class rate beyond. 

Howell said the rates should be held unduly prejudicial to 
the extent they exceeded, exceed, or may exceed by more than 
6.5 cents the contemporaneous rates to or from Thomson, as 
the case may be. 


COTTONSEED MILEAGE SCALE 


A milage scale on cottonseed, for application on traffic 
from points in Oklahoma to Fort Worth, has been recommended 
by Examiner Fred N. Oliver, in a report on No. 12665, Fort 
Worth Cotton Oil Mill et al. vs. Atchison, Topeka & Santa Fe, 
Director-General et all., as a substitute for the existing confu- 
sion which Oliver said should be condemned as unreasonable. 
He said the Commission should find the rates prior to August 
26, 1920, unreasonable to the extent they exceeded, for like dis- 
tances, the rates contemporaneously applied from Shreveport 
to points in Texas, for like distances; and that rates since then 
were, are and will be unreasonable to the extent they exceeded, 
exceed or may exceed the scale advocated by him. 

That scale begins with 13.5 cents for over 70 but not 
greater than 80 miles, increases one cent for each 10 miles to 
100 miles, then 1.5 cents for each 20 miles up to 23 cents for 
distances greater than 180 but not greater than 200, then 1.5 
cents for each 20 miles up to 280 miles and then 1 cent for each 
20 miles up to 360, the scale running out at the last mentioned 
distance with a rate of 30 cents. 

The rates mentioned are for single line application. Not 
exceeding 1.5 cents should be added, Oliver said, for each addi- 
tional 50 miles and not exceeding 2 cents for each additional 
100 miles, and not exceeding 2.5 cents for hauls over two or 
more lines, not under the same control or management. 

Oliver said the Commission should rule that in calculating 
the distance between two points for the application of the scale, 
the rule prescribed by it in the Southwestern Class Case, 48 I. 
C. C. 379, should be used. That is the rule the complainants 
asked for in their complaint. 

The examiner recommended reparation to the basis of the 
Scale suggested by him. 
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The complainants contended the rates prior to August 26, 
1920, were unreasonable to the extent they exceeded the rates 
prescribed in the Shreveport case and subsequent to that date 
to the extent they exceed the Shreveport scale, increased one 
cent. Their attack was upon the failure of the carriers to estab- 
lish joint rates based on the theories of rate-making for appli- 
cation over two or more line hauls. The carriers, chiefly the 
Santa Fe, Rock Island, Frisco and Katy, because they have 
77.5 per cent of the mileage involved, made rates by combina- 
tion, using scales maintained by them over the single line mile- 
age regardless of how short workable routes might be created 
by the use of a rule something like that prescribed in the 
Southwestern Class Rate Case. The Santa Fe published spe- 
cific rates from Oklahoma points to Fort Worth based on the 
Frisco scale. The other principal carriers involved have scales 
which they apply over their routes regardless of their length. 
Those scales, without deduction for circuity or for length of 
haul are used in making up the combinations. 

No effort was made by the railroads to justify such a 
method of making and applying rates. They recognized the need 
for a revision, Oliver said. They vigorously resisted the exam- 
iner said, the proposal to make joint rates. Their idea was 
there was no necessity for joint rates because most shipments 
could move from most Oklahoma points to Fort Worth over a 
single line or system. They also opposed the principle of joint 
line alternating with single line mileage in arriving at a dis- 
tance as the basis for a rate. They asserted that that prin- 
ciple was peculiar to Texas rates, and was not applied to low- 
grade commodities, such as cottonseed. 


FERRY CHARGES, HOBOKEN TO N. Y. 


Ferry charges for passengers, from Hoboken, N. J., to New 
York, maintained by the Delaware, Lackawanna & Western, 
increased October 1, 1921, by 20 per cent above the level that 
had been in effect since 1850, in the opinion of Examiner Leo J. 
Flynn, and decreased by 10 per cent July 1, are not unrea- 
sonable. Charges for vehicles and live stock, in his estimation, 
however, are unreasonable and should be cut to what they were 
immediately prior to October 1, 1921. On that day they were 
increased 40 per cent on the theory that the Commission’s opin- 
ion in Ex Parte 74 warranted the increase. 

These opinions were expressed by Flynn in a tentative re- 
port on No. 13172, Board of Commissioners of the City of Ho- 
boken vs. Delaware, Lackawanna & Western. While it was a 
ferry charge case brought by the municipal authorities of Hobo- 
ken, the civic and commercial associations of Hoboken and New 
York intervened. So did the Industrial Traffic League of New 
Jersey, the civic associations of Jersey shore communities, the 
Motor Truck Association of America and the Postmaster-General 
of the United States. The interveners, as a rule, if not all, were 
on the side of the complainants. 

Flynn went far into the figures of investment, cost of serv- 
ice, and things of that kind, finding among other things that 
a ferry company not affiliated with any railroad company, oper- 
ating between Edgewater, N. J., and 130th street, New York, 
maintained lower charges on vehicles than those of the defend- 
ant. and that the charges of the defendant were from 25 to 238 
per cent higher than the ferry charges of the Pennsylvania 
between Philadelphia and Camden for vehicles of corresponding 
length. He also found that prior to 1921 the ferry company 
had been paying 20 per cent dividends; that in 1921 it declared 
a 100 per cent stock dividend and decreased its dividends to 
12 per cent. 

He said practically no evidence was offered in respect of 
the charges on animals, wheelbarrows, handcarts or baby car- 
riages. They came under the classification of vehicles. 


AUTOMOBILE STORAGE CHARGES 


Examiner John B. Keeler has advised the dismissal of No. 
12955, Huffman Brothers Motor Company vs. New York Central, 
on a holding that the charges for the storage of three auto- 
mobiles at Chicago, from August 12, 1920, to February 17, 1921, 
amounting to $1,125, were not unreasonable. The cars were not 
taken by the order-notify consignee. The complainant was noti- 
fied. The railroad company stored them and charged the regular 
storage rates. Complainant contended they should have been 
put into a public warehouse where the charges, probably, would 
not have been more than $10 per month. The examiner said if 
the complainant contended there was negligence on the part of 
the carrier, the Commission had no jurisdiction, but that as only 
the railroad storage charges were attacked, he said that question 
did not have to be decided. 


PLEA FOR JOINT RATES 


Examiner John B. Keeler has recommended the dismissal 
of No. 12237, The Farmers Square Deal Grain Co. et al. vs. Fox 
& Iilinois Union et al. The complainants asked for the establish- 
ment of joint rates from Saratoga, Church Road, Lisbon Center 
and Central, Ill., local stations on the Fox & Illinois Union, an 
electric line, to South Chicago, the same as apply via Yorkville, 
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and the Burlington. The route through Morris is open, but a 
combination higher than through Yorkville applies, because it 
is a three-line route, while the Yorkville route is a two-line 
arrangement. The combination via Morris would be 12 cents, 
while the joint rate via Yorkville is 8.5 on wheat and 7.5 on corn. 

The proposed route would turn the grain over to the Elgin, 
Joliet & Eastern at South Chicago. The desire for a larger 
supply of cars in periods of shortage was put forward as the 
reason for desiring the route. The examiner set forth that the 
Elgin, Joliet & Eastern was not primarily a grain carrying road, 
having neither a bountiful supply of grain cars nor elevators on 
its line. Keeler said the rate via Yorkville would be too thin to 
be divided between so many carriers as would be involved in 


a route suggested and therefore advised the dismissal of the 
complaint. 


REPARATION ON OIL RECOMMENDED 


In a tentative report on No. 12566, Magnolia Petroleum Co. 
vs. Director General, Oklahoma, New Mexico & Pacific et al., 
Attorney-Examiner W. B. Hunter recommended an award of 
reparation on account of unreasonable rates on 179 tank car 
loads of naphtha and lubricating oil from Chaison and 46 tanks 
of naphtha gasoline and refined oil from Corsicana to Healton, 
Ringling and Wilson, Okla., shipped between February 16, 1917, 
and September 24, 1919. The shipments moved from Chaison 
between May, 1917, and July 22, 1921, and from Corsicana be- 
tween February 16, 1917, and July 22, 1921. Other shipments 
moved as late as September 24, 1919, on rates alleged to have 
been in violation of the aggregate of intermediates part of the 
fourth section. The allegation respecting shipments not on 
rates in violation of the fourth section was unreasonableness, 
and a prayer for reasonable rates for the future was made. 

While the complaint was pending, July 22, 1921, the carriers 
made the rates to the three Oklahoma destinations 1.5 cents 
over those to Ardmore. That satisfied the complainant as to 
rates for the future, leaving only the question of reparation to be 
decided. Hunter said the Commission should award reparation 
on the basis of one cent over Ardmore rates prior to August 
26, 1920, and 1.5 cents after that date. 

The report also covers a sub-number bought by the same 
complainant against the same defendants. 


OVERCHARGES ON CLAY 


Attorney-Examiner W. B. Hunter, in a report on No. 12461, 
Peninsular Portland Cement Co. vs. Director-General and Cin- 
cinnati Northern, said the Commission should hold shipments 
of clay from Bryan, O., to Cement City, Mich., between June 25, 
1918, and May 24, 1919, were overcharged to the extent the rate 
of 40 cents collected exceeded 36.5 cents per 100 pounds, to 
which basis he said reparation should be made. That rate of 
40 cents the agents of the carriers obtained by using, in the 
application of rates increased under General Order No. 28, the 
rule for disposing of fractions in instances where the rates were 
stated in dollars per ton. The rate to which they applied it 
was 29 cents per ton. After May 24, 1919, the Railroad Ad- 
ministration maintained a rate of 40 cents per ton by publishing 
it specifically and Hunter said that was all right. 

As to the $15 per car minimum imposed on cars that could 
not be loaded heavy enough, without exceeding the marked 
capacity of the car, to avoid the minimum charge, Hunter said 
the Commission should hold it unreasonable to the extent it 
exceeded the charge that would have accrued had the cars been 
loaded to 110 per cent of the marked capacity in instances where 
the marked capacity was 60,000 or less. 


RATE ON BARLEY 


Examiner Henry C. Keene, in a report on No. 12800, A. B. 
Haslacher and F. G. E. Lange, doing business as California 
Grain Co. vs. Director-General, and Sacramento Northern, rec- 
ommended a holding of unreasonableness as to a rate of 68.5 
cents on eight carloads of barley shipped from Marysville, Grid- 
ley, Greenwood and Brawley, Calif., to Manitowoc, Wis., in Au- 
gust, 1918, to the extent it exceeded 55 cents. He said repara- 
tion should be made to the basis of the 55-cent rate. 


RATE ON COAL 


An order of dismissal has been recommended by Examiner 
John H. Howell, in a report on No. 13472, United Paperboard 
Company, Inc., vs. Greenwich & Johnsonville Railway Company 
et al., on a holding that the rate on birdseye coal from group 
A, B and C mines in Pennsylvania to Thomson, N. Y., were and 
are not unreasonable. The rate was $2.60 before and $3.64 
after August 26, 1920. 


RATE ON SOFT COAL 


Assistant Chief Examiner Ulysses Butler has recommended 
the dismissal of No. 12774, Republic Iron and Steel Company vs. 
Baltimore & Ohio et al., on a holding that the rate on soft coal, 
from Russellton, Pa., to Youngstown, $1.50 per ton, was and 
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is not unreasonable. The complaint was an attack upon the 
inclusion of Russellton in the Pittsburgh group. The complain- 
ant contended it was unreasonable to include it in a group some 
points of which are 130 miles from Youngstown, while Russellton 
is a shade over 85 miles. Butler showed the rate also applied 
at Leetonia and Lisbon, O., 137 and 148 miles, respectively, from 
Russellton. He called attention to the fact that the complain- 
ant made no point against the inclusion of Connellsville, 137 
miles from Youngstown, in a group. The complainant has mines 
in the Connellsville group as well as at Russellton, Butler said. 


RATE ON PRESERVED CHERRIES 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner T. John Butler in a re- 
port on No. 13661, Armour & Company vs. Director-General, 
as agent, as to the rate on preserved cherries, in barrels, car- 
loads, from Lewiston, Ida., to Boston, in June, 1919. The rate 
imposed was $1,065. Butler said the Commission should hold 
that rate unreasonable to the extent it exceeded 90.5 cents 
and award reparation to that basis. 


RATES ON COTTON 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner Fred N. Oliver in a report 
on No. 13251, M. H. Wolfe & Co. vs. Director-General, Interna- 
tional & Great Northern et al., as to charges on cotton shipped 
from points on the Sugar Land Railway to Houston, Tex., for 
concentration, thence shipped to Galveston for export. The ship- 
ments, consisting of 508 bales of cotton, moved between August, 
1918, and April, 1919. The Sugar Land Railway was not under 
federal control. The examiner said the Commission should hold 
the charges unreasonable to the extent they exceeded 34 cents 
from Sugar Land, Trammels, Gabelle, DeWalt and Imperial, 40 
cents from English, and 44 cents from Otey, all exclusive of 
wharfage and loading charges. 


RATES ON ROUGH MARBLE 


Dismissal of No. 13322, Sunderland Brothers Co., Inc., vs. 
Director-General, C. B. & Q. et al., has been recommended by 
Examiner Charles B. Seal, on a holding that rates on rough 
marble from Knoxville, South Knoxville, Extension and Luttrell, 
Tenn., to Omaha; and from River Front Extension, and Mc- 
Mullen’s, Tenn., to Sioux City, Ia., since 1918, were and are not 
unreasonable or unlawfully prejudicial. He said that in the 
testimony it appeared that both over and under charges existed 
and that they should be adjusted promptly. 


LIGHTERAGE CHARGES 


Rates on loose lumber, Examiner John A. McQuillan said, in 
a report on No. 13339, Coastwise Lumber & Supply Co., Inc., 
vs. Baltimore & Ohio, from southern points to the foot of Clinton 
street, Brooklyn, a point within the lighterage limits of New 
York, should be held unreasonable to the extent they included 
an extra lighterage charge. An extra charge of 3 cents was 
imposed on shipments between August 26, 1920, and February 
1, 1921. McQuillan said the Commission should hold the flat 
New York rate was unreasonable and the imposition of extra 
lighterage unreasonable. 


RATES ON PEANUTS 


In a report on No. 12664, A. A. Jackson & Co. et al. vs. 
Atlantic Coast Line, Director-General et al., Attorney-Examiner 
W. B. Hunter said the Commission should hold unreasonable 
rates on peanuts from Suffolk, Franklin, Norfolk and Petersburg, 
Va., to Dallas, Fort Worth and Waco, Tex., to the etxent they 
exceeded 82 cents prior to June 25, 1918, $1.025 from June 25, 
1918, to August 25, 1920, inclusive, and $1.365 on and after Au- 
gust 26, 1920. He said reparation should be made to the basis 
of rates mentioned. 


RATING ON PUMPING POWERS 


Examiner J. O. Cassidy has recommended the dismissal of 
No. 13064, H. M. Spence vs. Director-General, Baltimore & Ohio 
et al., on the ground that the rating on “pumping powers” were 
applicable to a combination of gas engines and pumping powers 
shipped from Parkersburg, W. Va., to various destinations. The 
complainant and an intervener alleged the railroads had improp- 
erly classified what they called gas engines. They contended 
their combinations should have been accorded the rating on 
“machinery and machines, engines, steam or internal combustion, 
N. O. I. B. N., not mounted on trucks.” 


UPHOLDS RECONSIGNMENT RULE 


An order of dismissal has been advised by Examiner War- 
ren H. Wagner in a report on No. 13155, Romann & Bush Pig 
Iron and Coke Co. vs. Director-General, Western Maryland et 
al., on a holding that the reconsignment rule of the; defendants 
allowing only one change in destination was and is not unrea- 
sonable. The complainants objected to the application of that 
rule to shipments of coal and coke, from points east of the 
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Mississippi to destinations in the southwest and far west, par- 
ticularly on one carload of smithing coal from Douglas, W. Va., 
to Clifton Ariz. This recommendation is in line with many deci- 
sicns of the Commission on that question. 


STORAGE CHARGES 


Dismissal of No. 13354, Caldwell Shipping Co., Inc., vs. Di- 
rector-General, as agent, has been recommended by Examiner 
F. C. Hillyer, on a finding that the storage charges assessed at 
San Francisco, on part of a carload of merchandise shipped 
from Chicago, for export, had not been shown to have been un- 
reasonable or otherwise in violation of the act. The complain- 
ant contended it was ureasonable to charge for storing part of 
a carload as much as for storing a carload. The Director-Gen- 
eral defended the practice on the ground the high charge was 
intended to keep down congestion at the docks and the fact 
that part of the carload was removed from storage before the 
free time had expired did not deprive him of his right to exact 
charges on the whole lot which had been placed in storage for 
reasons admitted by the complainant to be due wholly to it. 


RATES ON DOCK COAL 


Examiner Charles R. Seal has recommended the dismissal 
of No. 13355, Northwestern Traffic & Service Bureau, Inc., et 
al. vs. Central Wisconsin et al., on a holding that the rate on 
soft coal to Minneapolis and St. Paul from Manitowoc and other 
west bank Lake Michigan ports, on traffic from beyond, were 
and are not unreasonable or otherwise unlawful. The complain- 
ant desired the restoration of a proportional rate of $2.565 for- 
merly maintained from Manitowoc, prior to October, 1921. 


RATES ON SAND AND GRAVEL 
Examiner Harris Fleming has advised the dismissal of No. 
13365, Roquemore Gravel Co. vs. Atlanta & West Point et al., 
on a holding that rates on sand and gravel, from Montgomery, 
Ala., to LaGrange, Ga., are not unreasonable. The complainant 
desired a reduction of the present rate of $1.13 to 90 cents. 


RATES ON WOODEN HANDLES 


A holding of unreasonableness and an award of reparation 
have been proposed by Examiner Fred N. Oliver in a report on 
No. 13417, George W. Pittman et al. vs. Director-General, as 
agent, as to rates on wooden handles, in carloads, from Waco, 
Tex., to Canton, O., and Pittsburgh. The examiner said the 
Commission should hold the rates in question unreasonable to 
the extent they exceeded 51.2 cents to Pittsburgh prior to June 
25, 1918, and that they exceeded 60.5 cents to Canton and 64 
cents to Pittsburgh, after June 25, 1918. 


ILLEGAL SWITCHING CHARGES 


Reparation on account of illegal charges has been recom- 
mended by Examiner Harris Fleming in a report on No. 13451, 
Sutherland Flour Mills Co. vs. Director-General, as agent. He 
said the Illinois Central, April 2, 1919, exacted an illegal charge 
for switching four carloads of bulk wheat from the “Cairo” ele- 
vator on the Illinois Central tracks, to its own interchange track 
connecting with the Mobile & Ohio, at Cairo, Ill. The Illinois 
Central collected charges at the rate of 3.5 cents per 100 pounds 
for a movement of between two and three miles. The examiner 
said the legal charge would have been $2 per car, instead of 
the $105 collected. 


CARETAKER RULE CONDEMNED 


A finding of undue prejudice and an order to remove it, has 
been recommended by Examiner Charles R. Seal, in a report on 
No. 13461, Sioux City Live Stock Exchange vs. Chicago, St. 
Paul, Minneapolis & Omaha et al. He said the Commission 
Should hold unduly prejudicial the rules of the defendants gov- 
erning the transportation of caretakers of live stock shipments 
from points in southwestern Missouri to Sioux City to the ex- 
tent they differ from their rules governing shipments of live 
stock from Minnesota points to St. Paul. 


NEW HAVEN BONDS 


The New York, New Haven & Hartford has obtained au- 
thority from the Commission to issue $5,900,000 of first and 
refunding 6 per cent mortgage bonds and to pledge them with 
the Secretary of the Treasury as part security for a loan of 
$7,400,000 approved June 2 by the Commission. The loan was 
authorized to aid the carrier in meeting maturing indebtedness 
of $2,409,000 and not exceeding $5,000,000 of additions and bet- 
terments to roadway and equipment. 


LOS ANGELES & SALT LAKE CONSTRUCTION 
A certificate authorizing the Los Angeles & Salt Lake Rail- 
road Company to construct a branch line in Millard county, 
Utah, and to retain the excess earnings for a period of ten 
years has been issued by the Commission. The line will ex- 
tend from a connection with the main line of the company’s 
road at Delta in a general southeasterly direction: to Fillmore, 
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a distance of 31.4 miles. 
miles of secondary track. 

The Commission said the line would pass through one of 
the larger valleys of Utah, which is bounded by mountains on 
the east and south and lies open to the applicant’s main line 
on the west and which is not served by any other railroad. For- 
merly a grazing country, the Commission said, it is rapidly 
becoming an important agricultural section due to the lands 
being brought under irrigation. 

It is proposed to establish stations at Harding, McCormick, 
Greenwood and Fillmore. The cost of the line, is estimated by 
the company, will be $701,188. The funds required to pay the 
cost of construction will be advanced, as needed, by the Union 
Pacific or the Oregon Short Line, each of these companies own- 
ing one-half of the outstanding capital stock of the applicant 


ARGUMENTS IN D. & S. L. CASES 


The Trafic World Washington Bureau 


Arguments on two cases in which the conditions of the Den- 
ver & Salt Lake will be under consideration will be had at Den- 
ver, before division 3 of the Commission, composed of Messrs. 
Hall, Aitchison, Esch and Lewis, soon after July 31. Hearings 
in the cases will be held at Denver July 31 and arguments there- 
on will take place immediately thereafter, but whether the argu- 
ments will be August 1, or a day or two later will depend on 
the time required to get the testimony upon the record. 

The first of the two cases is the application of the Denver 
& Salt Lake to be relieved from the obligation of No. 13293, Re- 
duced Rates, 1922. The second will be No. 13393, Denver & Salt 
Lake vs. A. T. & S. F. et al., in which the complainant demands 
larger divisions from its connections. 

This will be the first time in ten years the Commission or 
a division thereof has held arguments in any place other than 
Washington. The last time that was done was about ten years 
ago when the Commission went to the Pacific coast to listen to 
the arguments in the transcontinental fourth section cases. 
In those cases time and money was saved by the Commissioners 
traveling to the section of the country where the complainants 
and defendants would be subjected to the minimum of expense. 
That was before the Commission was authorized to divide itself 
into divisions. The whole Commission was supposed to go west 
but only a quorum went. The four members of division 3 will 
probably go to Denver in this case, although it would not be 
necessary for more than three to go. 


It is also proposed to construct 3.6 


TENNESSEE RAILROAD SECURITIES 


The Tennessee Railroad Company has applied to the Com- 
mission for authority to issue $600,000 of first mortgage 6 per 
cent 15-year gold bonds, $100,000 of general (second) mortgage 
6 per cent 15-year gold bonds and $142,249 of promissory notes. 
The company said practically all the securities which the Com- 
mission was asked to authorize were to be distributed among 
the present security holders of the company, at par, in exchange 
for existing securities or in repayment of their contributions 
to its construction, equipment or funds. The company’s pre- 
decessor was the Tennessee Railway Company, which was re- 
organized in 1918 as the Tennessee Railroad Company. 


P. & MT. P. RECEIVER’S NOTES 


R. W. Wortham, receiver of the Paris & Mt. Pleasant Rail- 
road Company, has applied to the Commission for authority to 
issue $10,000 of short term notes to be used in partial payment 
for one combination passenger-and-baggage, rail gasoline motor 
car. 


REVENUE TRAFFIC STATISTICS 


Statistics compiled by the Bureau of Statistics of the Com- 
mission from 167 reports representing 183 steam roads, switch- 
ing and terminal companies not included, show that freight rev- 
enue in April totaled $287,740,281 compared with $303,870,403 in 
April, 1921, and $1,209,894,593 in the four months ended with 
April compared with $1,230,964,365 in the same period of 1921. 

Passenger revenue totaled $83,435,965 in April compared 
with $90,580,267 in April, 1921, and $321,272,002 in the four 
months compared with $381,559,164 in the 1921 period. 

Revenue tons carried in April totaled 118,104,000 compared 
with 119,375,000 in April, 1921, and 524,594,000 in the four months 
compared with 510,475,000 in the 1921 period. 

Revenue per ton-mile averaged 12.91 mills in April compared 
with 13.16 in April, 1921, and 12 mills in the four months com- 
pared with 12.80 in the 1921 period. 

Revenue passengers carried in April totaled 80,110,000 com- 
pared with 84,286,000 in April, 1921, and 315,887,000 in the four 
months compared with 355,155,000 in the 1921 period. 

Revenue per passenger-mile averaged 3.088 cents in April 
compared with 3.182 cents in April, 1921, and 3.090 cents in the 
four months compared with 3.135 in the 1921 period. 

The reports cover 233,874 miles of road in 1922 and 233,227 
miles in 1921. 
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PHELAN BIDS FOR OIL LANDS 


The Trafic World Washington Bureau 


The fact that, at the recent bidding for leases on Osage 
Indian lands in Oklahoma, J. A. Phelan, an adviser on petroleum 
products in the fuel division of the Shipping Board, submitted 
what appeared to be the lowest bids on nine parcels, caused 
a question to be raised as to whether the Shipping Board had 
revived plans for obtaining oil lands with a view to supplying 
its ships with fuel oil. Officials of the Shipping Board, when 
the fact of Mr. Phelan’s bidding was brought to their attention, 
said he was not acting for the board and that there was no 
thought on the part of the board of reviving a plan that was 
strongly under consideration during the high price of fuel oil 
in the post-war boom of 1919. They said Phelan was absent on 
leave and whatever he might be doing in the matter of obtain- 
ing leases on oil lands, either in the Indian country or any other 
part of the globe, was a matter personal to himself or those 
for whom he was acting, if he was not acting for himself. 

Suspicion that the board might have taken up the subject 
of a supply of crude oil under its own control, to be used in 
trading for the fuel oil its ships need, was easily created be- 
cause, in 1919, Phelan was dispatched to Mexico by the board 
to report on the prospects in the Mexican oil fields. Phelan 
reported that the known Mexican fields, in a comparatively 
short time, would all go to salt water. But, he said, the oil 
areas in Mexico were so great and the scramble for acreage so 
intense that the government of the United States, to guard 
against a shortage for its own ships, should take steps to ac- 
quire production, not only in Mexico, but within the continental 
United States. More than a year after he made his report, the 
House of Representatives called for the report and when it 
was sent to the capitol his declarations concerning the im- 
minence of salt water intrusion caused a terrific slump in the 
stock of American oil companies having acreage in Mexico. 


EXPORT BILL MODIFIED 


In a supplemental order, dated July 3, but not issued to 
the public until July 10, the Commission modified its order in 
the export part of No. 4844, the bills of lading case, the modi- 
fication to be effective August 15. The modification is to be 
of the order of March 7, 1922, which modified orders of Octo- 
ber 21, 1921, and January 30, 1922, by substituting the words 
“receipt of the property described in” for the words “issue of” 
in the receipt clause on the face of the form of uniform through 
export bill of lading set forth in Appendix D to the order of 
October 21, 1921, so that the present first line of the receipt 
clause as now appearing in the Appendix shall read as follows: 


Received, subject to the classifications and tariffs in effect on the 
date of the receipt of the property described in this bill of lading 
at 


In all other respects the order of October 21, 1921, as mod- 
ified by the orders of January 30, and March 7, 1922, is to re- 
main in full force and effect. 

The change was made primarily at the instigation of the 
ocean carriers, to avoid confusion which might arise when 
their bills were given in exchange for the bills issued by the 
railroads. The desire was to make it certain, for the benefit 
of shippers, the rates in effect at the time the railroad gave 
its export bill, would be protected to final destination. 


RAIL AND WATER COMPETITION 


The Trafic World Washington Bureau 


An intense fight between shippers and carriers on one side 
and shippers and carriers on the other, over the concealed de- 
sire of rail carriers to meet water competition was precipitated 
just: before the middle of July by supplement No. 32 of Leland’s 
I. C..C. 1420, effective July 15. The supplement was filed, it was 
understood, primarily for the benefit of the Gulf Coast Lines. 
It was protested: by the all-rail lines from St. Louis and the 
eastern lines would have nothing to do with it. The supple- 
ment proposed to establish a proportional of 20 cents on prac- 
tically everything in the iron and steel list from the three lower 
Mississippi River crossings, Anchorage, Baton Rouge and New 
Orleans to Galveston, Houston, Beaumont and Orange groups. 
That proportional would be 44 cents lower than the local rates 
from the crossings mentioned. Steel interests at Chicago, St. 
Louis and other points in a position to use the barge service on 
the Mississippi River protested, generally on the proposition 
that the rate would be unduly low. The all-rail lines from St. 
Louis protested on the ground that it would have a tendency to 
break down their rates to Texas common point territory and 
probably also smash the adjustment to St. Louis. There was 
not unaniminity as to the effect of the proposed rate. 

On only one thing there was agreement. That was that 
the rate would afford excuse for other rate cuts because, while 
not openly avowed, it was proposed with the idea that the rail 
lines from the three crossings, by means of that low rate, would 
be able to obtain business at the crossings, brought there by 
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barges from Ohio and Mississippi River points in competition 
with iron and steel moving from the Atlantic ports, particularly 
Philadelphia to Galveston, and all-rail from St. Louis. The sup- 
plement was regarded as an admission on the part of at least 
some rail lines that, even if competition by water ever had dis- 
appeared from the rivers, it had re-appeared. It was taken also 
as an admission that the coastwise competition was again set- 
ting the pace for the carriers by rail. 

Acknowledgment that water competition apparently was 
forcing the suggestion of a 20 cent proportional rate was care- 
fully avoided so as not to subject the rate to the mandate of 
the law which says that when a rate is lowered to meet water 
competition it may not be advanced except upon a showing of 
a change in conditions other than the disappearance of that 
competition by water. 

While the matter was under consideration at the Commis- 
sion by reason of the protests, there was dispute as to the 
effect the rate, if allowed to become operative, would have on 
the all-rail rate structure in the southwest. One view com- 
monly held was that it would force the all-rail lines from St. 
Louis to reduce their rates because combination on Anchorage, 
Baton Rouge and New Orleans would be lower than those based 
on St. Louis. In the case of joint rates, it was contended lines 
both east and west of the Mississippi would have to cut their 
rates or obtain fourth section permission to continue joint rates 
in excess of the aggregate of the intermediates. Those who 
were inclined to attribute much less weight to the supplement 
than those who argued it would tend to break, if not positively, 
break down the all-rate structure, contended ihat if the supple- 
ment were properly limited to show the rate would be appli- 
cable only to tonnage brought to the crossings by water, there 
would be no violation of the fourth section. 

J. F. Townsend, traffic manager of the National Tube Com- 
pany, who may be taken as typical of those who know there 
is at least some competition between the barges on the rivers 
and the rail lines, in a telegram to the Commission, July 11, de- 
fended the rate on the ground that it did not compare unfavor- 
ably with rates on iron and steel articles, particularly wrought 
pipe, which were available to those asking for the suspension of 
the supplement. In his message to the Commission he said: 


Referring to supplement No. 32, Leland’s I. C. C. 1420, effective 
July 15, publishing proportional rate on wrought iron pipe from lower 
Mississippi River crossings, New Orleans, Baton Rouge and Anchor- 
age, La., to Houston, Galveston and Beaumont, Tex., and the Orange 
group in Texas, 20 cents per 100 pounds, I understand that Chicago 
and St. Louis interests have requested the suspension of this rate. 
The National Tube Co. is interested in this rate, it being our desire 
ta take advantage thereof by shipping down the Ohio and Mississippi 
rivers for delivery to the rail lines at these lower crossings. There 
is in effect today from the lower Mississippi River crossings to the 
Houston group, in Leland’s I. C. C. 1420, rates on certain other iron 
and steel products which clearly justify the 20-cent rate on wrought 
pipe. For instance, cotton bale ties, 17 cents; pig iron, 18% cents. 
Our competitors at both Birmingham and Chicago enjoy a very much 
lower basis of rates to the Houston group, as, for instance, iron pipe, 
36,000 pounds, Birmingham to Houston, rate 41% cents, distance 696 
miles, earnings per car mile, 21% cents; wrought pipe, Chicago to 
Houston, 46,000 pounds, rate 49 cents, distance 1,086 miles, yield 21 
cents per car mile, compared with 20-cent rate from the three Missis- 
sippi River crossings to Houston, Galveston, Beaumont and Orange 
group, wrought pipe, minimum 46,000 pounds, yield 35.8 cents per car 
mile for an average distance of 257 miles, or 70 per cent greater per 
car mile than either Birmingham or Chicago pipe traffic yields on the 
present rates. We trust that your honorable body will permit the 
20-cent proportional rate to go into effect as scheduled July 15. 


OCEAN BILLS OF LADING 


The Trafic World Washington Bureau 


The Emergency Fleet Corporation, by vote of its board of 
trustees, has approved general clauses to be incorporated in bills 
of lading to be issued by operators of United States Shipping 
Board vessels. The clauses were made public July 11 in a form 
intended for use in general cargo North Atlantic United King- 
dom service, with the London clauses attached so as to show 
how the general clauses could be used in practically all services 
merely by adding the special clauses to cover the particular route 
or destination. It is expected that the clauses will be adopted 
by vessels other than those belonging to the Shipping Board’s 
fleet. The clauses, however, were not put out by the Shipping 
Board as a regulating body. They show merely what the board’s 
subsidiary, in direct charge of the ships, thinks would be a fair 
contract between the ship and the user thereof. 

In a general way, the clauses conform to those put into the 
export bill of lading prescribed by the Interstate Commerce Com- 
mission for issuance by the railroads at the receipt point of ex- 
port freight at an interior port. The thought in putting out the 
general clauses defining the liability of the carrier by water 
was to bring about a condition that would point toward uniform- 
ity in the bills of lading, and do away with the chaotic condi- 
tion that has prevailed on the ocean for fifty years or more, since 
the fight between shippers desiring carriers by water to show 4 
greater degree of responsibility than the carriers thought they 
should show, has been intense. 

Increase in the ship’s liability, per package, from $100 to 
$250 as provided in the Hague rules, the omission of the theft 
and pilferage rules, the establishment of definite methods and 
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times for giving notice of claims, the filing of such claims, and 
the bringing of suits when the claims are not honored, it is be- 
lieved, are the most noticeable things in the general clauses. 
Shipping Board notice respecting the general clauses is as 
follows: 


This approval marks a long forward step in the solution of the 
overseas transportation problem for the American operator. During 
the past half century bills of lading have become so complicated and 
so lengthy that neither the shipper nor the carrier could be sure of 
his rights until after a lawsuit. There had been a total lack of uni- 
formity and it was not unusual to find contradictory provisions on 
the same subject in one document. 

In an effort to rernedy the situation, the Emergency Fleet Corpora- 
tion has prepared a number of general clauses, which, it is believed, 
should be common to all bills of lading. The valuation per package 
has been increased from $100 to $250 and it is understood that this 
figure will cover 90 per cent of all commodities carried. 

In cost services the new bill of lading can be used with the addi- 
tion of a few special clauses necessary in the particular trade or trade 
route. The new form provides a simple comprehensive clause permit- 
ting claims to be filed within six months after written notice of the 
loss is given to the carrier. 

Shippers will be particularly interested in the omission from the 
form adopted of all references to theft and pilferage. The bill of lading 
is quite brief compared with the voluminous documents usually pre- 
sented to the prospective shipper. It has eleven short sections in addi- 
tion to the general exception clause and the provisions for payment 
of general average. 

The Emergency Fleet Corporation has endeavored to prepare a 
document which would be equitable to the shipper and to the carrier, 
as well as noticeably free from technical terms and vague expressions. 
Shippers will note with interest that the subrogation clauses, by which 
the carrier became entitled to insurance placed on the goods by the 
shipper, are eliminated. 

The bill of lading is issued after an exhaustive study covering a 
period of several years and conforms generally with the provisions 
of the export bill of lading recently promulgated by the Interstate 
Commerce Commission. It is being put into use as rapidly as possible 
and will be in general use in Shipping Board services within sixty 
days. 

The form of the bill, including the clauses, approved by the 
trustees of the Emergency Fleet Corporation, is as follows: 
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and discharge continuously, any custom of the port to the contrary 
notwithstanding; the collector of the port being authorized to grant 
a general order for discharge immediately on arrival, and if the 
goods be not taken from alongside by the consignee directly they 
come to hand in discharging the vessel, the master or vessel’s agent 
to be at liberty to enter and land the goods, or put them into craft, 
or store at the risk and expense of the owner of the goods, dispatch- 
ing notice thereof to the consignee, if named herein (at destination 
named), and otherwise to the shipper, when the goods shall be deemed 
delivered, and vessel’s responsibility ended, but the vessl to have a 
_ = goods until the payment of all costs and charges so 
ncurred. 

6. Full freight is payable on damaged or unsound goods, but no 
freight is due on any increase in bulk or weight caused by the absorp- 
tion of water during the voyage. Freight payable on weight is to be 
paid on gross weight landed from vessel, unless otherwise herein 
provided, or unless the carrier elects to take the freight on bill of 
lading weight. Freight prepaid will not be returned after the goods 
have ben loaded on the vessel, goods and/or vessel lost or not lost. 
If on a sale of the goods for freight and charges, the proceeds fail 
to cover said freight and charges, the vessel shall be entitled to 
recover the difference from the shipper and/or consignee. 

; - Goods on wharf awaiting shipment or delivery are at shipper’s 
risk of loss or damage not happening through the fault or negligence 
of the owner, master, agent, or manager of the vessel, any custom of 
the port to the contrary notwithstanding. 


8. This bill of lading, duly indorsed, shall be surrendered to the 
vessel’s agent in exchange for delivery order. 


9. Master porterage of the delivery of the cargo is to be done by 
the agents of the vessel; the expenses thereof together with tonnage 
- age dues, canal tolls, and charges are to be paid by the receivers 
re) e cargo. 


10. Vessel shall not be liable for: Splits, shakes, chafing or break- 
age of lumber or logs; damage to metal in slabs, bars, ingots, rods, 
hoops, plates, etc; loss of or damage to any articles shipped loose 
and/or in bundles; loss of broken pieces of same, or for their respective 
marks; damage to fragile goods or goods not properly packed. Re- 
packing and recoopering shall be done at the expense of the goods 
unless required as the result of the vessel’s negligence. 

11. Notice of loss, damage, or delay must be given in writing to 
the vessel’s agent within thirty (30) days after the removal of the 
goods from the custody of the vessel, or, in case of failure to make 
delivery within thirty (30) days after the goods should have been de- 
livered: Provided, That notice of apparent loss or damage must be 
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UNITED STATES SHIPPING BOARD 
(General Cargo North Atlantic U. K. Form) 
RECEIVED, in apparent good order and condition, from.......... Pe Athens weweanee einige re ee ee ee ee itesewe 
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ship- 
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ment by said vessel, by a subsequent vessel, the following goods: t 
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being marked and n mbered as per margin (quality, quantity, gauge, weight, measurement, contents, and value unknown) and to be delivered 


in like good order and condition at the port of......... baie aieeeleta alter eu sere ee ete ORS TSE TS or as near thereunto as the vessel may safely 
TERS Gila winteeekaio aod 


(Notify 00 
PAE aR ee ) or to his or their assigns, on payment of freight and charges thereon in cash without deduction, credit, or discount, 
immediately on discharge of the goods at the rate as per margin, unless prepaid (all collect freights under this bill of lading including any. short 
paid freight, shall be converted at the current sight rate of exchange at New York on the date the vessel enters customs at the port of dis- 
charge), and upon the following terms and conditions: ; 

The vessel shall have liberty to sail with or without pilots, to tow and to be towed, and to assist vessels in all places and in all situations 
and to take any measures deemed advisable by the master for the purpose of saving life and/or property; vessel shall have liberty to call 
at any port or ports in any order in or out of the customary route for any purpose whatsoever; to convey goods in craft and/or lighters to 
and from the vessel at the risk of the owner of the goods; and in case the vessel shall put into a port of refuge, or for any cause fail to 
proceed in the ordinary course of her voyage, to transship the goods to their destination, dispatching notice thereof to the consignee, if 
named herein (at destination named), and otherwise to the shipper. Neither the vessel, her owner or agent shall be liable for loss or 
damage resulting from: Act of God; perils, dangers, and accidents of the sea or other navigable waters; fire, from any cause or wheresoever 
occurring; barratry of master or crew; enemies, pirates, or robbers; arrest or restraint of princes, rulers, or people, or seizure under legal 
process; fumigation under governmental orders; riots, strikes. lockouts, or stoppage of labor; saving or attempting to save life or property 
at sea; inherent vice, nature, defect, or change of character of the goods; insufficiency or absence of marks, numbers, address or description; 
explosion, bursting of boilers, breakage of shafts, or any latent defects in hull, machinery, or appurtenances, or unseaworthiness of the vessel, 
whether existing at the time of shipment or at the beginning of the voyage, provided the owners shall have exercised due diligence to make 
the vessel seaworthy, properly manned, equipped, and supplied. Except when caused by negligence on the part of the vessel, neither the vssel, 
her owner, or agent, shall be liable for loss or damage resulting from: Heat, frost, decay, putrefaction, rust, sweat, breakage, leakage, drain- 
age, ullage, vermin, or by explosion of any of the goods, whether shipped with or without disclosure of their nature; nor for risk of craft, 
hulk, or transshipment; nor for any loss or damage caused by the prolongation of the voyage. 

General average shall be payable according to York-Antwerp Rules, 1890, and as to matters not therein provided, according to the laws 
and customs of the port of New York. If the owners shall have exercised due diligence to make the vessel in all respects seaworthy and 
properly manned, equipped, and supplied, it is hereby agreed that in case of danger, damage, or disaster resulting from faults or errors in 
navigation, or in the management of the vessel, or from any latent or other defects in the vessel, her machinery or appurtenances, or from 
unseaworthiness, whether existing at the time of shipment or at the beginning of the voyage (provided the latent or other defect or the 
unseaworthiness was not discoverable by the exercise of due diligence), the shippers, consignees, and/or owners of the cargo shall nevertheless 
pay salvage and any special charges incurred in respect of the cargo,and shall contribute with the shipowner in general average to the pay- 


ment of any sacrifices, losses, or expenses of a general average nature that may be made or incurred for the common benefit or to relieve 
the adventure from any common peril. 





1. This shipment is subject to all the terms and provisions of, and given before the goods are removed from the custody of the vessel, 


all the exemptions from liability contained in, the act of Congress 
of the United States, approved on the 13th day of February, 1893, 
and entitled “An Act relating to the Navigation of Vessels, etc.” 
This shipment is subject to the provisions of sections 4281-4286, in- 
Cclusive, of the Revised Statutes of the United States. 

2. The value of each vackage shipped hereunder does not exceed 
two hundred and fifty dollars ($250), unless otherwise stated herein, 
on which basis the freight is adjusted, and the vessel’s liability shall 
in no case exceed that sum or the invoice value (including freight 
charges, if paid, and including duty, if paid, and not returnable), 
whichever shall be the less, unless a value in excess thereof be spe- 
cially declared, and stated herein, and extra freight as may be agreed 
upon, paid. Any partial loss or damage for which the carried may 
be liable shall be adjusted prorata on the above basis. 

. The vessel shall have a lien on the goods for all freights and 
charges, and also for all fines or damages which the vessel or cargo 
may incur or suffer by reason of the illegal, incorrect, or insufficient 
fname numbering, or addressing of packages or description of their 

ents. 

4. If the vessel be prevented from reaching her destination by 
quarantine, conditions of weather or surf, shallow water, war, or 
civil disturbances, the carrier may discharge the goods into any depot 
or lazaretto, under suitable, available protection, dispatching notice 
thereof to the consignee if named herein (at destination named), and 
ctherwise to the shipper, and such discharge shall be deemed a final 

elivery under this contract and all the expenses incurred on the 
800ds shall be a lien thereon. 
The vessel may commence discharging immediately on arrival 


and proper notation made on the receipt given to the vessel for the 
goods shall constitute the notice herein required. Written claim for 
loss, damage, or delay must be filed with the vessel’s agent within 
six (6) mionths after giving such written notice. Unless notice is 
given and claim filed as above provided, neither the vessel, her owner, 
or agent shall be liable. No suit to recover for loss, damage, delay, 
or failure to make delivery shall be maintained unless instituted 
— one year after the giving of written notice as above provided 
or. 





AID FOR AMERICAN SHIPS 


“What will happen unless aid is extended will be a con- 
tinuance of what is happening now,” the National Merchant 
Marine Association says in a statement advocating passage of 
the ship subsidy bill. The statement continues: 


It has been said that our ships cannot compete against the cheaper 
built and operated ships of foreign nations. oncrete proof of this is 
to be found in records of the department of commerce, which have 
just been made available, showing the values of our sea-borne exports 
and imports for the ten months up to May 1, last, compared with 
those to May 1, 1921. In the earlier period our ships carried $342,000,000 
worth of goods more than British vessels did. For the later period, 
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however, Britain’s ships carried $66,000,000 more of our trade than 
we did ourselves. 

Nor is it Britain only that is besting us in competition. In the 
1921 period goods carried in American bottoms were valued at $1,290,- 
000,000 more than those transported by the foreign vessels other than 
British. But in the 1922 period, that advantage of more than a billion 
dollars was reduced to less than a tenth of that sum. And today, 
with half the tonnage engaged in our foreign trade flying the Ameri- 
can flag, we are carrying only about 30 per cent of the cargoes. And 
we have been gg ground steadily. 

Without aid, the gradual elimination of the American merchant 
marine is as certain as it was in the half century preceding the world 
war, when our shipping went unprotected. ‘ 

If aid is not extended, the government will be unable to dispose of 
the millions of tons of shipping on its hands, and the vessels will 
gradually become junk. 

With no demand for American ships, there will be no work for 
American shipyards. This will react not merely upon labor, but upon 
the capital invested in the many industries that manufacture the 
myriad of things that go into the making of a ship. 

With only a handful of American ships left in operation, our 
foreign competitors will have a monopoly of our overseas carrying 
trade. They can then fix freights at levels that will give their 
nationals the advantage in the markets where we compete with their 
own goods. Loss of world trade must follow, and our commerce will 
be largely at the mercy of our foreign rivals. 


WATER ROUTE VIA HOUSTON 


The Chamber of Commerce of Houston, Tex., is boosting, by 
means of advertising and otherwise, a new water route to and 
from Texas via the port of Houston, affording means of reducing 
freight charges. Its advertisement will be found on another 
page of this magazine. Speaking of this new route, L. M. 
Hogsett, manager of the traffic department of the Houston 
Chamber of Commerce, said: 





The Gulf States Steamship Company for its first three sailings 
used the 500 ton deadweight capacity motorship “Nola.” The service 
and benefits to shippers compelled it to charter the 1500 ton dead- 
weight capacity steamship ‘‘Sula’’ (formerly SS. ‘‘Westerian’’) in- 
stead of continuing the use of the ‘‘Nola.” ‘ 

The practical benefits that have accrued to shippers and the 
increased tonnage, resulted in the sailing of the ‘‘Nola”’ for one 
additional trip leaving New Orleans June 24, unloading in Houston 
June 26. Following this the “Sula” sailed from New Orleans, June 27. 
The ‘Sula’ will make weekly sailings, leaving New Orleans on Satur- 
day afternoons, with sailing time of approximately forty-eight hours 
from New Orleans to Houston. , 

Many shippers favoring this service have effected a saving of 
$50.00 to $150.00 a car. For example, the Gulf States Steamship 
Company established a rate of 20c per cwt. to Houston_on Iron and 
steel articles. originating at New Orleans and beyond. On this basis 
the total charge for transporting a ton of iron and steel from the 
Pittsburgh district to Houston via all water route is now under $11 
a ton, which is approximately half of the charge made by all rail 
routes. The rates of the Gulf States Steamhsip Company include 
insurance, transfer, loading, unloading, terminal and other charges 
necessary to make the same receipt and delivery of carload and less 
than carload shipments as is accomplished under the all rail rates. 

The Mississippi-Warrior service, operating on the Mississippi and 
Warrior rivers, has, in connection with the Gulf States Steamship 
Company, inaugurated a through all water service and_ published 
through rates from St. Louis, Mo., Cairo, Ill., and Memphis, Tenn. 
to Houston, at approximately 80% of the corresponding all rail rates, 
which means a saving to shippers of 20% of the present all rail rates. 
The joint through all water rates include loading, unloading, insur- 
ance, switching charges at origin and destination, and drayage 
charges on L. C. L. traffic at the Port of Houston. 

The Mississippi-Warrior service publishes rail and water rates 
between New Orleans and interior (other than water) points in 
Kentucky, Tennessee, Indiana, Ohio, Illinois, Michigan, Wisconsin, 
Minnesota, Iowa, Missouri, Kansas, Alabama, and Georgia, which 
rate may be used to figure combination rates over New Orleans, 
lower than the through rail rates, on traffic originating or destined 
such interior rail points. 

The Mississippi-Warrior service operates forty all steel covered 
barges of 2,000 dead weight tons each, six 1800 horse power twin- 
screw propelled tow boats on the Mississippi, and seven all steel 
self propelled barges from New Orleans to and north of Mobile, to 
and from the Birmingham territory. 

Via the Mississippi-Warrior River water route, effective July 1, 
a 10% decrease in freight rates will be observed on the same basis as 
observed by the rail lines. 

The. average running time from St. Louis, Cairo, and Memphis 
to New Orleans is from 5 to 7 days. 

Edward F. Goltra, of St. Louis, has arranged to transport cer- 
tain specified commodities from port to port on the Mississippi River 
and its tributaries in any quantity at not less than 80% of the all 
rail rates and he has been assured of the co-operation of the War 
Department in the operation of his boats on the upper Mississippi 
River, between St. Louis, Mo., and St. Paul, Minn. 

In connection with the Gulf States Steamship Company, there 
is also an all water barge service between New Orleans and Ohio 
River points as far east as Pittsburgh, in connection with which 
service combination over New Orleans make much lower rates than 
the all rail rates. The rates of the Gulf States Steamship Company 
include the transfer from these barges into its ships at New Orleans. 

The barge service on the Ohio River is operated by the Lent 
Traffic Company and the Water Transport Company of Pittsburgh. 
This barge service is from and to landings on the Ohio and Monon- 
gahela rivers, both companies supplying barges from loading, the 
shipper contracting with the barge line for the haul of the barges from 
one point to another. The cost of loading and unloading at the Ohio 
River points is borne by shipper. 

The Lent Traffic Company recently bought the Mississippi River 
barge fleet of the United States Sugar Products Corporation and the 
steamer James Moran. It has not announced its rates, but advises 
that special] rates will be made for handling of carload or less than 
earload freight. 

The Water Transport Company owns a fleet of 20 barges, eight of 
which are wooden and twelve steel, the wooden barges having a 
capacity of from four to five hundred tons and the steel barges 
having a capacity of from 1,000 to 1,500 tons. Its cargo house barges 
are fitted with water tight doors and are subject to a minimum weight 
of 600 tons. The minimum weight for a compartment barge is 900 
tons. These minimums do not prevent contracting for movement of 
any number of tons offered,- providing space is available. 
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The approximate time by both barge lines from Pittsburgh to New 
Orleans is from ten to fourteen days. The Water Transport Com- 
pany recently made a trip from Pittsburgh to Memphis in seven days. 

The water rates of the Gulf States Steamship Company and barge 
lines are not filed with the Commission. 


SHIPPING BOARD VESSEL TO BRITISH 


The Trafic World Washington Bureau 


A cabled dispatch from London to the effect that shipping 
circles were commenting on the sale of the Shipping Board 
steamer West Caruth to a British firm as practically “a gift” 


to the British merchant marine, brought the following explana- 
tion from the board: 


The West Caruth, a steel cargo vessel operated for the board in 
the West African trade, struck a submerged object off Cherbourg, 
about March 23, 1922. The vessel managed to reach Cherbourg, and 
she was so damaged that her cargo had to be transshipped to its 
point of destination. Preliminary survey indicated that the cost of 
placing the vessel in operating condition would be about $150,000. 
This was considered exorbitant, and complete specifications of the 
work required were drawn up and submitted to English and Con- 
tinental repair yards. Proposals were called for, and the lowest bid 
was about $90,000, work to be completed in two months. 

After deliberation of the nature and cost of the damages, and her 
possible condition even after repairing, it was considered expedient 
to replace the West Caruth with a similar ship, many of which the 
board had tied up awaiting employment. The cost of maintaining 
the West Caruth was high, and she could not be returned to the 
United States unless repaired, in view of which a decision was made 
to offer her for sale ‘‘as is, where is’’ in her damaged condition. The 
West Caruth was appraised by competent authorities and bids were 
solicited, both in America and Europe. After careful negotiations, 
during which offers were received from English, French and German 
concerns, she was sold to the highest bidder, an English firm. 

The traffic department advises that the operation of the West 
Caruth in the Persian trade will not affect existing conditions. 


The board did not announce what it received for the ship. 


SHIPPING BOARD SALE 


The Trafic World Washington Bureau 


All surplus marine stock of the United States Shipping Board 
stored at strategic points along the Pacific coast is to be disposed 
of immediately at open competitive bidding, the Shipping Board 
announced July 9. In addition to the contents of St. John’s Ware- 
house at Portland, Ore., the board had directed the sale, at 
public auction, by Charles S. Gerth of Gerth’s Realty Experts, of 
its property at Tacoma, Wash., and at Alameda, Cal. The sale 
at Portland was scheduled for July 11, the sale at Tacoma July 
25, and the sale at Alameda on August 8. The board, in its an- 
nouncement, said: 


Decision to dispose of the materials located at these places was 
reached so as to enable the taxpayers of the country who paid for 
them during the war to acquire any of them they may desire for 
private, commercial or municipal uses. The Shipping Board is anx- 
ious to have as many individuals as can do so avail themselves of 
the chance to enter bids and buy what they think they need most. 
It will be particularly gratifying to the Board if the property should 
pass into the hands of citizens residing west of the Rockies. 

The three sales on the pacific Coast mark the beginning of the 
end of the greatest opportunity in the history of the world to obtain 
bargains in marine materials than can be readily converted into all 
manner of private commercial and municipal uses. Probably never 
again will shipbuilders, steamship owners, railroads, structural steel 
fabricating plants, manufacturing and business concerns, plumbers, 
dealers in metal and woodworking machinery, hardware and electrical 
equipment have a like opportunity to effect large savings or realize 
huge profits. 

Included in the sale of material at Tacoma are a large number 
of standard water tube boilers, locomotive cranes, scales, warehouse 
trucks, timber dollies, tractors, plumbing fixtures, tanks, pumps, 
blower sets consisting of fan and high-speed reciprocating steam en- 
gines, feed water-heaters and gauges, galley equipment, office furni- 
ture and supplies, paint, oil, varnish, dry colors, wire rope, lumber, 
building material, electrical equipment, hand saws, bolt heading ma- 
chines, large quantities of tools, etc. 

The materials to be sold at Alameda consist of cranes, derricks, 
switching locomotives, standard water tube boilers, a considerable 
quantity of plumbing fixtures, valves and pipe fittings, machine 
tools, metal and wood-working machinery, augurs, drills, hammers, 
shovels, reciprocating high-speed engine driven blower sets, pumps, 
tanks, furniture, textiles, galley equipment, wire manila rope, hard- 
ware, wood preservatives, railroad ties, electrical material, mechan- 
ical telegraphs, telephone poles, search-lights, cargo lights, nautical 
instruments, clam shell buckets, etc. 

Included in the offerings at Tacoma are a large number of stand- 
ard water tube boilers, metal and wood-working machinery and ap- 
purtenances, tree nail, pipe-bending and other machinery, pneu- 
matic and hand tools and drills, electrical equipment and supplies, 
generators and motors, steel and wooden blocks, windlasses, cap- 
stans, evaporators, pumps, steering engines, davits, scrap and build- 
ing supplies and materials. 





CONTRACTS. WITH FOREIGN VESSELS 


The Trafic World Washington Bureau 


No action, probably, will be taken by the Shipping Board 
with regard to the abrogation of-agreements between the trans- 
continental lines and the Japanese steamship companies, pend- 
ing consideration by Congress of the ship subsidy bill. Chair- 
man Lasker believes it would be better to defer action until the 
bill has been acted on, because that measure would definitely 
give the board power to abrogate such agreements. 
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ICEBERGS AND OCEAN TRAFFIC 


The Trafic World Washington Bureau 


The operating department of the Shipping Board has noti- 
fied its district managers and directors at New York, Baltimore, 
Norfolk, Savannah, New Orleans, San Francisco and Seattle, 
that, effective immediately, vessels making North Atlantic pas- 
sages will follow the summer tracks normally effective in May. 
Eastbound vessels will cross longitude 47 west, latitude 39 de- 
grees 30 minutes north. Westbound vessels will cross longi- 
tude 47 west, latitude 40 degrees 30 minutes north. 

In issuing these instructions the operating department has 
a two-fold purpose; first, to avoid the danger of collision with 
each other, unless all vessels follow the agreed tracks; and, 
second, to avoid the danger of collision with icebergs, which 
the hydrographic office of the Navy Department has informed 
the Shipping Board are north of the higher latitudes, in such 
locations as to place vessels in peril should their captains dis- 
regard these lanes. 

The Emergency Fleet Corporation has instructed its man- 
aging agents that they are to advise masters that disregard of 
warnings of the north Atlantic ice patrol, whether resulting in 
accidents or not, will be considered as justifying their permanent 
deferment as masters. 

The United States Coast Guard has been directed by the 
government to patrol the ice regions, and the hydrographic 
office of the Navy Department has been designated as the agency 
to distribute information and make recommendations regarding 
the routes to be used by vessels during the iceberg season. 


SHIP SUBSIDY SITUATION 


The Trafic World Washington Bureau 


The outlook for action on the Administration ship subsidy 
bill at this session of Congress is not favorable. That is the 
unbiased judgment of those who are keeping in touch with the 
legislative situation aside from the fact as to whether they may 
be for or against the measure. It is still possible that action 
on the bill may be forced by the President but the impression 
prevails that if the Republican congressmen come back to Wash- 
ington cool toward the subsidy the President probably will 
acquiesce in further postponement of consideration of the meas- 
ure. It is said at the Capitol that, even though the House 
should pass the bill, it would never get through the Senate at 
this session. A number of Senate leaders, it is understood, do 
not favor consideration of the measure at this session, and, in 
any event, it is believed that other legislation such as the 
bonus and tariff bills will occupy the time of the Senate between 
now and adjournment. 

The fight against the subsidy bill in the Senate will be led 
by Senator Borah. He has given notice that he will discuss 
the measure in detail. He has made a study of the hearings on 
the bill and will expose what he believes to be vicious features 
of the proposed legislation. 

Speaking in the Senate against adoption of a cloture rule 
which would limit debate, Mr. Borah referred to the legislative 
situation in the Senate. 

“Do senators think the people of the country are in great 
haste to have the debris cleared away—if I may call the tariff 
bill that—to make way for a ship subsidy bill, a measure which 
will draw from the treasury all the way from fifty million to 
one hundred million and some say as high as three hundred 
million dollars; which will exempt some of the people of the 
country from the payment of their taxes; which will select a 
few and give them an opportunity to succeed in the midst of 
the distress which presses down upon the remainder of the 
people?” asked Mr. Borah. “I do not think the people are in 
any haste to have us pass that kind of a measure.” 

At another point in his speech he said: 


“Even in this comparatively new land of ours we have 
reached already the era of embargoes, subsidies, gratuities, 
bonuses, and finally that sinister invention of American politics 
—50-50 between the states and the government—that is, the 
states will exploit the taxpayer for 50 per cent and the govern- 
ment for the other 50 per cent, thus dividing responsibility and 
augmenting extravagance, unmindful, apparently, that while the 
taxing power are two, the taxpayer in both instances is one 
and the same. The great task of legislation today is to ascer- 
tain how one class can benefit at the expense of another class— 
the taxpayer always the victim.” 


A hearing was scheduled for July 13 at the Department of 
Justice on the question of the legality of selling intoxicating 
liquors on American vessels, Attorney-General Daugherty wishing 
to give all concerned an opportunity to be heard, preparatory 
to the rendering of a decision asked for by Secretary of the 
Treasury Mellon as to whether or not the sale of liquor on 
American ships is legal. The hearing also will go to the ques- 
tion of the legality of foreign ships having liquor within the 
three-mile limit of the United States. 

Senator Sterling of South Dakota has introduced an amend- 
ment to the pending tariff bill under which prohibition officers 
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could board and search vessels within six marine leagues 
(eighteen miles) of the coast of the United States and which 
also declares that the provisions of the prohibition act and 
other laws relating to intoxicating liquors “shall be in full force 
and effect within six marine leagues of the coast of the United 
States and shall be enforced by such officers.” 

It developed this week that the question of deferring action 
on the ship subsidy bill would be put squarely before the Presi- 
dent shortly by congressional leaders. It was said at the Capi- 
tol that a canvass of Republican senators had disclosed strong 
sentiment against the bill being acted upon at this session. The 
same feeling, it was believed, prevails among members of the 
House. The fact that such a situation exists, however, is not 
to be taken to mean that the President could not force action 
on the bill at this session if he chose to exert his inuence to 
that end, nor that the bill would fail to pass if it were brought 
up for consideration. 

The fact of the matter is that the ship subsidy bill received 
a severe blow in connection with the charges of Anheuser-Busch 
and the admission of Chairman Lasker that intoxicating liquors 
were being sold on Shipping Board vessels. Prior to that de- 
velopment, while Republican members in considerable numbers 
were lukewarm on the proposition of taking up the bill at this 
session, it was regarded as probable that the measure would 
be pushed through. The liquor disclosures strengthened the 
hands of those who favored delaying action until some time 
after the present session. 


BRITISH SHIPPING SITUATION 


In a review of the British shipping situation in May in a 
report to the Department of Commerce, Commercial Attaché 
Walter S. Tower, stationed at London, said: 


It has been a poor month for shipping, with charter markets 
showing added depression, both outward and homeward rates weaker, 
and the price of bunkers inclined to stiffen as a result of the coal 
strike in the United States. Early in the month the River Plate 
market was fairly steady and active enough to save the charter busi- 
ness from complete stagnation. Spot boats were fixed as high as 
33s. 9d., although most of the business for May loading was around 
31s. to 32s. 6d. up to the middle of the month. 

In the last half of the month all rates weakened. Outward coal 
rates were as low as 13s. 6d.—several shillings below the best rates 
in April; May—June homeward charters from the River Plate were 
made as low as 25s. 6d. to-28s. 6d., according to size and position of 
the vessel. Very little interest was evident in dates later than June, 
apparently due to uncertainty regarding grain markets. There seems 
to be no room for doubt that the downward course of rates during 
May has left little margin of profit on most voyages. 

Much interest has been shown in the plans for government support 
of the merchant marine by the United States. Some of the proposed 
provisions of the merchant marine bill are the cause of much concern 


to British shipowners, particularly the items regarding differential port 
dues and rebates to shippers. 


S. P. SERVICE TO TEXAS PORTS 


The Trafic World Washington Bureau 


A third argument on the application of the Southern Pacific, 
under the Panama Canal section of the interstate commerce law, 
to extend its service to additional ports in Texas and to addition- 
al ports on the Atlantic seaboard, was made before the whole 
Commission July 12. It was made upon the further proceedings 
had when the Commission reopened the supplemental petition, 
denied by the Commission in 1920. The reopening was made on 
the motion of Houston interests. They opposed the grant of the 
permit in the original and supplemental petitions. Then they 
changed ground and asked the Commission to permit the exten- 
sion of the service, at least to Houston on the gulf coast and 
the cities on the Atlantic coast mentioned in the application. 
The personnel of the Commission has changed so much in the 
last two years, argument before the new members was deemed 
desirable. 

The case was discussed by H. H. Haines, for the Houston 
petitioners, H. P. Mulloy for the traffic managers of commercial 
and manufacturing companies in Philadelphia, Fred H. Wood for 
the applicant, Wilbur LaRoe for the Clyde and other steamship 
lines controlled by the Atlantic, Gulf & West Indies Steamship 
Co., Frank Lyon for the Luckenbach and United American Lines 
and W. A. Glasgow, for the Philadelphia interests that think the 
extension of the Southern Pacific’s service, as proposed, would 
be damaging to the Southern Steamship line operating between 
Philadelphia and Houston. It is part of the Atlantic, Gulf & 
West Indies company, which also controls the Mallory Line. 

Messrs. Haines, Wood and Mulloy contended the extension 
of the service would be in consonance with the desire of Con- 
gress when it enacted the Panama Canal part of the law. Mr. 
Mulloy said the Philadelphia traffic managers for whom he was 
speaking were of the opinion that establishment of the addi- 
tional service would not have a deleterious effect upon the 
Southern Steamship Line. Mr. Wood and Mr. Haines said the 
Southern Steamship Line boats seek cargo lots, while the 
Southern Pacific offers a package service. In five years, Mr. 
Haines said, the Southern boats had carried not more than 
1,000 tons of freight from Houston to Philadelphia. They did 
not seek small lots, he said, confining themselves to cargo lots, 
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taking sulphur from Freeport and phosphate rock from Tampa 
in cargo lots in’ preference to the small lots they could obtain 
at Houston and other ports. 

Wood ridiculed the contention of the Southern line that 
the Southern Pacific Line, being backed by a strong railroad, 
would put it out of business, if the extension were permitted. 

“In a contest of rates between a’ railroad-controlled line 
subject to the orders of this Commission, and a line not con- 
trolled by this Commission and able to make whatever rates it 
thought necessary, without notice, which do you think would 
win?” asked Wood. “Especially which do you think would win, 
the Southern Pacific controlled line or the line which is part 
of the monopolistic concern which Mr. LaRoe represents?” 

Mr. Wood quoted a statement which he said had been vol- 
unteered by President Raymond of the Mallory Line that the 
Mallory Line was the first comer in the trade between Texas 
ports and New York and that the Morgan Line would not have 
remained in the trade for more than a year if it had not been 
backed by the Southern Pacific. 

The opposition to the grant of authority to the Southern 
Pacific to extend its boat line service took the ground that the 
railroad-owned boats should be excluded from the route so the 
service would be open to independent ships at all times. Mr. 
Lyon frankly admitted that, in his estimation, the Commission 
should revoke its permit allowing the Southern Pacific to main- 
tain the service it now has. He admitted the Luckenbach and 
other steamship lines had refused thus far to put ships on that 
route but he wanted the opportunity left open to them. 


STATUS OF SHIPPING BOARD FLEET 


J. Barstow Smull, vice-president of the Emergency Fleet 
Corporation in charge of charters and allocations, announced 
this week that, as of July 1, there were under assignment to 
the traffic department 327 steel cargo and 29 steel passenger 
vessels. There were 31 cargo vessels under bare boat charter 
to private companies and 6 steel cargo vessels to the United 
States and to foreign governments, making a total of 393 cargo 
vessels in the allocation division. There were under bare boat 
charter 3 tugs, 1 tanker of 1,200 d. w. t., 1 passenger steamer 
of 4,030 d. w. t. and 30 cargo vessels of 124,961 d. w. t. The rest 
of the Shipping Board fleet, in excess of 900 ships, is tied up. 


RENAMES VESSELS 


The Shipping Board this week issued a revised list of new 
names for the so-called “State” ships and ex-German liners. 
The revision of names was made necessary because President 
Harding declined to permit the board to name the Leviathan 
after him. The ship that had been named after President Taft 
was then named President Harding; the President Roosevelt 
became the President Taft; the President Pierce the President 
Roosevelt; the President Cleveland the President Pierce, and the 
President Taylor the President Cleveland. New names added 
to the list follow: President Filmore (was the Hudson, ex- 
German); President Arthur (was the Princess Matoika, ex-Ger- 
man); the City of Los Angeles (was the Aeolus, ex-German) ; 
and the City of-Honolulu (was the Huron, ex-German). 





SHIPPING INSTRUCTIONS 


Consul Robertson Honey, stationed at Bristol, England, has 
reported the following to the Department of Commerce for the 
benefit of American exporters: 

In shipping goods, the term “c. i. f. Bristol’ is subject to 
some confusion. Bristol merchants, while desiring direct ship- 
ments to that port, do not necessarly or usually require delivery 
direct to the Bristol (or City) docks. In fact, they usually pre- 
fer the goods to be discharged at Avonmouth, where labor and 
warehousing are cheaper, and from which rail shipments to 
interior points are as conveniently made as from the Bristol 
(City) docks. Furthermore, cargo vessels of much more than 
2,000 net tons can not dock at the Bristol docks, but must dis- 
charge at Avonmouth. 

Local courts have established that where a shipper contracts 
to deliver at Bristol docks but actually discharges at Avon- 
month, he is liable for haulage and other expenses from Avon- 
month to the Bristol docks, which are 6 miles farther by road 
and 9 miles by rail. Consequently, American shippers contem- 
plating entry into this market should have the point clearly 
settled with the local merchant and with the vessel loading 
the cargo as to the dock at which discharge is to take place. 


RECAPTURE OF EARNINGS 


The Trafic World Washington Bureau 


Question has arisen among officials of the bureau of finance 
of the Commission who have the task of applying the provisions 
of the transportation act relating to the recapture of net earn- 
ings, as to whether Congress meant that the recapture process 
should begin at 6 per cent or at the rate of return fixed from 
time to time by the Commission. It has generally been believed 
that whatever the rate of return for the country as a whole 
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might be, as fixed by the Commission, the recapture of excess 
earnings would begin at 6 per cent. 

The question as to the intent of Congress has arisen because 
of what some believe are conflicting provisions in section 15-a. 
Paragraph (5) of section 15-a declares “that any carrier which 
receives such an income so in excess of a fair return, shall 
hold such part of the excess, as hereinafter prescribed, as 
trustee for, and shall pay it to, the United States.” 

Paragraph (6) of the section provides that if “any carrier 
receives for any year a net railway operating income in excess 
of 6 per centum of the value of the railway property held for 
and used by it in the service of transportation, one-half of such 
excess shall be placed in a reserve fund established and main- 
tained by such carrier, and the remaining one-half thereof shall, 
within the first four months following the close of the period 
for which such computation is made, be recoverable by and paid 
to the Commission for the purpose of establishing and maintain- 
ing a general railroad contingent fund as hereinafter prescribed.” 

Paragraph (7) reads as follows: 


For the purpose of paying dividends or interest on its stocks, 
bonds or other securities, or rent for leased roads, a carrier may draw 
from the reserve fund established and maintained by it under the 
provisions of this section to the extent that its net railway operating 
income for any year is less than a sum equal to 6 per centum of the 
value of the railway property held for and used by it in the service 
of transportation, determined as provided in paragraph (6); but such 
fund shall not be drawn upon for any other purpose. 


The clause in the section which really has caused doubt to 
arise as to the intent of Congress is found in paragraph (9) 
of the section. It is as follows: 


The Commission shall make proper adjustments to provide for the 
computation of excess income for a portion of a year, and for a 
year in which a change in the percentage constituting a fair return 
or in the value of a carrier’s railway property becomes effective. 


Those who see conflict in the above paragraphs say that 
doubt arises because of the words “for a year in which a change 
in the percentage constituting a fair return * * * becomes 
effective.” If the point at which recovery of excess income is 
to begin remains constant. at 6 per cent, regardless of what the 
fair rate of return as fixed by the Commission—now 5% per 
cent—may be, it is pointed out, why the necessity for the Com- 
mission making “proper adjustments?” Such adjustments would 
only be necessary, it is said, if the percentage above which divi- 
sion of excess income is to occur were changed from time to 
time. 

The Commission has not taken any action with regard to 
the matter, although some of its officials, it is understood, have 
taken under consideration the question of asking Congress to 
clarify the statute. A few checks have been received by the 
Commission from carriers who earned a net railway operating 
income in excess of 6 per cent either in the four months follow- 
ing September 1, 1920, or in 1921, but they have not been ac- 
cepted officially because of the indefinite state of affairs in con- 
nection with administration of the provisions relating to excess 
earnings. All that has been done to date with reference to the 
excess earnings has been the receipt of reports from carriers. 


SHIPPING BOARD AFFAIRS 


The Trafic World Washington Bureau 


Decision to have a survey made of the condition of the steel 
vessels tied up to determine what is necessary to have them 
put and kept n first class shape was reached this week by the 
Shipping Board. Chairman Lasker appointed a committee com- 
posed of Commissioner O’Conner, J. Barstow Smull, vice-presi- 
dent in charge of charters and allocations; Edward P. Farley, 
vice-president in charge of sales, and J. E. Sheedy, in charge of 
operations, to make the survey. 

Chairman Lasker also announced that the board would offer 
for sale 207 wooden ships against which there are no liens. 
These vessels will be sold on the condition that the purchasers 
dismantle them and remove the engines. In other words, the 
ships will be sold for salvage purposes only, and purchasers will 
not have the opportunity of reselling to foreign interests. 

Announcement was made that the board had settled the 
claims of the G. M. Standifer Construction Company, growing 
out of cancellation of war contracts, for an additional payment 
of $998,416, an advance payment of $500,000 having been made. 


The claims of the company were in excess of $10,000,000, the 
board said. 


C.& 0. AND N. & W. APPLICATION 


The Chesapeake & Ohio has applied to the Commission for 
approval of the acquisition of a trackage right to operate over 
the Norfolk & Western between Waverly and Valley Crossing, 
Ohio, and the Norfolk & Western in the same application has 
asked for approval of the grant of such operating rights. The 
total number of miles of main track of the proposed track opera- 
tion under trackage right is about 62 miles. The proposed opera- 
tion by trackage right is the renewal on new terms of a present 
trackage right between the same points. 
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| Loss and Damage Decisions 

| Cases Recently Decided by State and Federal Courts 
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LOSS OF OR INJURY TO GOODS 


Under the Cummins Amendment to the Carmack Amendment, 
Notice of Claim for Loss in Transit is a Condition Pre-: 
cedent to Recovery: 


(Supreme Court of Minesota.) Under the Cummins Amend- 


: ment of March 4, 1915, 38 St. 1196, c..176 (U. S. Comp. St. Sec. 


g604a), to the Carmack Amendment to the Interstate -Com- 


» merce Act, the uniform express receipt, conforming in its pro- 
' visions to the terms of the amendment and filed with the Inter- 


state Commerce Commission, is binding upon the: parties: and 


> is not subject of waiver; and, in accordance with its provisions, 
' in the event of a loss in transit, as distinguished from injury 
> in loading or unloading or damage in transit, the giving of 
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notice of claims as specified therein is a condition precedent 
to the right of recovery from the carrier. (Henningsen Produce 
Co. v.. American Ry. Express Co., 188 N. W. Rep. 272.) 
Effect of Limitation of Time to File Claim or Suit 
Changed Because no Alternative Rate Is Offered: 
The effect of the limitation is not changed because the 
carrier offers no alternative rate as a consideration.—Ibid. 


DELAY IN TRANSPORTATION OR DELIVERY 


Allowance of Loss of Profits from Sale of Delayed Goods With- 
out Deducting Expense Held Error: 

(Court of Civil Appeals of Texas. Dallas.)—In a suit for 
delay in a shipment of millinery, it was error to allow as 
special damages the loss of profits: from sale thereof at retail 
above the wholesale price without deducting the expense which 
would have been incurred. (American Ry. Express Co. v. 
Parisian Hat Co., 240 S. W. Rep. 947). 


Is Not 


| Special Damages for Delay Must be Pleaded and Proved: 


Grounds for special damages on account of loss of profits 


_ from a carrier’s negligent delay must be pleaded and proved. 


| —Ibid. 


Measure of Damages for Delay in Shipment of Seasonable Mer- 
schandise States: 


‘In a suit for damages for depreciation in value of season- 


4 able goods the value of which was practically destroyed by 


delay insshipment during the period of federal control, plaintiff, 
having accepted’the goods when delivéréd, could recover the 
amount sof the depreciation in the reasonable market value 


_ thereofSbétween the dates on which @éfivery should have been 


made @n that on which delivery was‘ actually made, not to 


exceed**he maximum liability fixed’ in the contract pursuant 
| to Federal Control Act, Sec. 10.—Ibid. 


What Is Meant by. “Market Value” of Goods Delayed in Trans- 
portation in-Determining Damages States: 

The term “market value,” in' determining the measure of 
damages, -for depreciation’ in the value of seasonable goods 
delayediin«trarisportation, must be considered as meaning the 
price at which such merchandise would sell in the open market 
in quantities as shipped at the point of destination; but, in the 


| absence of a wholesale market at such place when the merchan- 


dise should‘ have been delivered, the actual value thereof on 
— at the nearest ‘wholesale market may be considered. 
Judgment Erroneously Awarding Damages Not Reversed and 
Rendered in Absence of Evidence as to Market Value: 
In the absence of testimony showing that there was no 
wholesale market at the point of destination of goods delayed 


| in shipment, a judgment erroneously awarding damages will be 


reversed and remanded, instead of reformed and rendered.—Ibid. 
Petition Held Based on Negligence Both in Handling of Car and 
in Delay: ; 
(Kansas City Court of Appeals. Missouri.)—Petition for 
death of hogs in transit, alleging 14 hours was a reasonable 
time for transportation, but the defendant negligently handled 
the car while transporting the hogs and did not transport them 
in 14 hours, and that, by reason of the negligent handling of 
the hogs, and failure to deliver them in a reasonable time, cer- 
tain of them died, held based on negligence both in the hand- 
ling of the car and in delay. (Cloyd v. Wabash Ry. Co., 240 S. 
W. Rep. 885). 


Proof That Negligent Delay in Live Stock Transportation Caused 

Loss Necessary: 

While under Rev. St. 1919, Sec. 9926, proof of failure to 
transport live stock in a reasonable time is prima facie proof 
of negligent delay for loss caused, by which section 10449 makes 
the carrier liable, proof of connection between the death of 
animals in transit and delay is necessary.—Ibid. 
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Case for Negligence Not Aided by Fact of Liability as Insurer, 
But Negligence and Its Cause of Injury Must be Proved: 
Where case against a carrier is bottomed on negligence, 

plaintiff is not aided by the carrier’s common-law liability as an 

insurer, but negligence and its cause of injury must be proved. 

—Ibid. 

Injury of Animals in Transit Not Prima Facie Proof of Negligent 
Operation: 

Proof of injury to animals in transit is not a prima facie 
showing of negligent operation so as to require carrier to dis- 
prove it.—Ibid. 

That Negligence Caused Death of Hogs in Transit Held Not 
Shown: 

That there was a delay of 10 or 12 hours in transit, and that 
on arrival 8 of the shipment of 87 hogs were dead, and that 
this was an unusual number, held not enough, without more, to 
show that they died because of the delay or because of negligent 
handling of the car.—lIbid. 

Error in Admission of Evidence Not in Statement of Facts Agreed 
to by Counsel Not Considered on Appeal: 

(Court of Civil Appeals of Texas. 
statement of fact, agreed to by counsel and approved by the trial 
judge, did. not contain evidence whose admission was claimed to 
be error in a bill of exceptions, admission of the evidence will 
not be considered on appeal, since such a statement of facts 
controls. (Fort Worth & D.C. Ry. Co. et al. v. Harle, 240 S. W. 


Rep 1004). 
Damage to Stock Held Sufficient to go to the Jury: 

Evidence of damage to shipments of stock held sufficient to 
go to the jury.—Ibid. 
Evidence Held to Sustain Verdict for Damage to Stock: 


Evidence held sufficient to sustain a verdict for damage to 
shipments of stock.—Ibid. 


Ft. Worth).—Where a . 


Refusal of Charge, Assuming That Cattle Were Unfit for Ship- 


ment, Held. Proper: 

In an action by a shipper for damages to cattle in shipment, 
refusal of an instruction that if dipping the cattle before load- 
ing them was the proximate cause of their being unfit for ship- 


ment, or caused them to be in a weakened condition that made . 


them more susceptible to injury than if they had not been 
dipped, to find for defendants, was proper, since it assumed that 
the cattle were unfit for shipment.—TIbid. 


Instruction Assuming that Market Value had Been Established , 


Held Error: 
In an action by a shipper for damage to horses in shipment, 


an instruction, assuming the establishment of market value of . 


the horses at their destination if they had arrived alive and in 
good condition, was. error.—Ibid. 


Admission of Testimony of Shipper as to Amount of Depreci- 
ation in Value of Horses Shipped Held Error: 
In an action by a shipper against a railroad for damage to 


horses in shipment, admission of testimony by the shipper that 


the horses were damaged to the extent of an average of $5.a 
head’‘was error, since it was a mixed conclusion of fact and 
law on the part ofthe witness, and invaded the province ot 
the jury.—Ibid. 


CARRIAGE OF LIVE STOCK 


¥ 


=e 


— | 


> 


Failure to Sue for Delay Within Two Years, as Required by Con- ‘ 


‘tract, Held to Preclude Recovery Regardless of Form of 


Pleading: 

(Supreme Court of Kansas). 
ages for delay in an interstate shipment of cattle, the various 
pleadings developed the fact that the shipment was made on a 


In an action to recover dam-”: 


written contract containing a clause that such action must be”: 


begun within two years. 
of pleading involved, such clause was a condition precedent with 


which the plaintiff failed to comply, and hence he cannot re- 
(Salmans v. Davis, Director-General of Railroads and” 


cover. 
Agent, 206 P. Rep., 1111). 
Questions Asked Expert Witnesses as. to Damages to Cattle by 

Delay in Unloading Held Proper: 

(Court of Civil Appeals of Texas. Amarillo.) Questions 
asked expert witnesses, who had testified to the market value 
of plaintiff’s cattle at the time and place they should have been 
unloaded, as to the amount per head by which the cattle were 
damaged by the carrier’s delay in unloading them, and’ by holding 
them in crowded pens, in effect called for testimony by such 
witnesses as to the value of the cattle after they were injured, 
and was not erroneous. (Davis, Director-General and Federal 
Agent, v. Simmons, 240 S. W. Rep., 970.) 

Evidence Held to Show Connection Between Negligence of Car- 
rier and Death of Cattle: 

A witness who testified to unloading plaintiff’s cattle and 
accompanying them to a pasture, and as to the appearance of 
cattle and their weakened condition, sufficiently showed the 


casual connection between the negligence of the carrier and~- 
the death of some of the cattle while they were under witness’ ” 


charge during the first ten days after the shipment.—Ibid.: 
Evidence as to Death of Cattle for which no Allowance Was 
Made by Jury is Not Prejudicial to Defendant: 
Defendant was not prejudiced by evidence as to thé death 


It is held that, regardless of the forms * 
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of cattle after the shipment, where the jury allowed no damages 

for the loss of any of the cattle—Ibid. 

Failure to Qualify Charge as to Negligence by Reference to Con- 
tributory Negligence Held Not Error in View of Other Char- 
ges; Presumed that Jury Construed Instruction Together: 
The failure to qualify the court’s charge submitting the car- 

rier’s negligence to the jury by reference to the effect of the 
shipper’s contributory negligence was not erroneous, where 
other paragraphs of the charge and charges specially requested 
by the carrier and given by the court fully presented the issue 
of contributory negligence, since the jury will be presumed to 
have read all of the charges and to have construed the charge 
on negligence in connection with the others.—Ibid. 

Charge as to Injury to one Cow Held Not Error, Where Element 
of Proximate Cause Was Covered by Other Instructions: 
In an action for injuries to a shipment of cattle, a charge as 

to the injury to one cow, which fell while being unloaded on ac- 
count of negligence in spotting the car, was not erroneous as 
omitting the element of proximate cause, where that element 
was covered by other paragraphs of the charge and by a special 
requested charge relating to the injury of the particular cow 
in question.—Ibid. 

Charge as to Duty of Shipper to Remove Stock at Destination 
as Affected by Agreement With Conductor Held Not Ab- 
stract: 

In an action for injuries to a shipment of cattle because of 
delay in unloading them, where the defendant pleaded contribu- 
tory negligence of the shipper in failing promptly to remove 
the cattle first unloaded so as to permit the other to be un- 
loaded into the pen, a charge submitting to the jury the issue 
whether the shipper’s delay in removing the cattle was excused 
by an arrangement with the conductor, whereby he was to have 
a reasonable time to procure horses to hold the cattle already 
unloaded while the others were being unloaded, was not objec- 
tionable as abstract and misleading, but was concrete.—Ibid. 
Agents Presumed to Have Authority to Make Contracts Relating 

to Business Instrusted to Them: 

The public has a right to assume agents of a carrier are 
authorized to make contracts from the manner in which the 
agents are employed or are seemingly intrusted by their prin- 
cipal, since the carriers are generally corporations which can 
act only through agents.—lIbid. 

Owe Duty to Unload Live Stock Within Reasonable Time: 

A carrier undertaking to transport live stock owes the duty 
to furnish reasonable facilities necessary for unloading the stock 
at destination even if the duty to unload is assumed by the 
shipper, aS may be done by special contract, and an engine to 
move and spot the cars is a necessary facility.—Ibid. 


Charge as to Agreement With Conductor to Delay Unloading 
Until Horses Could be Procured Held. Not on the Weight 
of the Evidence: 

In an action for injuries to cattle shipment, an instruction 
that if conductor agreed the shipper should have a reasonable 
time to procure horses to hold the stock already unloaded, and 
the shipper relied on such agreement and procured the horses 
within that time, the defendant, in the exercise of ordinary care, 
was required to wait a reasonable time for the’ purpose of per- 
mitting shipper to procure horses for that purpose, was not on 
the weight of the evidence because telling the jury what would 
amount to negligence in the particular case.—Ibid. 

Permitting Jury to State Separately Damages to Different Lots 
of Cattle Held Not Prejudicial Error: 

In an action for damages to a shipment of cattle, where 
the evidence showed that part of the cattle were crowded into 
receiving pens and the rest kept on the cars for 12 hours after 
arrival at destination, and the evidence showed the damage to 
the cattle on the cars was greater than that to those in the 
receiving pens, it was not error prejudicial to defendant for 
the court to permit the jury to state separately its findings as 
to the damage to the two lots of cattle——Ibid. 

Requested Charge Covered in so far as Correct by Other Char- 
ges Need Not be Given: 

It was not error for the trial court to refuse a special 
requested charge which, in so far as it was correct, was covered 
by the main charge and by other special charges.—Ibid. 

Charge Held Intended to Excuse Shipper’s Negligent Delay in 
Receiving Stock: 

In an action for injuties to cattle before being unloaded on 
arrival at destination, Where the carrier pleaded contributory 
negligence of the shipper in failing to remove the stock already 
unloaded from the receiving pens, a charge submitting to the 
jury the effect of an agreement by the carrier‘s conductor to 
give the shipper a reasonable time to procure horses to hold 
the stock already unloaded, so as to empty the pen, was evi- 
dently not drawn to submit the issue of contributory negligence, 
but to submit the shipper’s excuse relieving him from the charge 
of negligence.—Ibid. 

Charge as to Agreement With Conductor Held Only to Require 
Carrier to Give Shipper Reasonable Time to Remove Cattle: 
A charge that if the conductor, after part of the cattle were 

unloaded and the receiving pen was full, agreed that the ship- 
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per should have a reasonable time to procure horses to hold 

the cattle already unloaded so that the rest could be unloaded, 

the carrier was negligent if the shipper procured the horses 
within reasonable time, but the carrier did not hold its engine 

a reasonable time for that purpose, was not based on the con- 

ductor’s authority to make a binding ‘agreement to wait for 

a time regardless of whether it was a reasonable time or not, 

but was based on the carrier’s duty to give the shipper an op- 

portunity to remove the cattle and was not erroneous.—Ibid. 

Conductor Has Authority to Agree to Give Reasonable Time for 
Removing Stock: 

The conductor in charge of a train carrying stock has 
authority to bind the carrier by an agreement to give the ship- 
per a reasonable time within which to procure horses to hold 
the stock already unloaded so as to empty the receiving pens 
for the other stock, and the carrier was liable for failing to 
hold its engine, which was necessary to the unloading of the 
stock, during the reasonable time so granted.—Ibid. 

Case Involving New Facts But Only Established Principles of 
Law Not Certified to the Supreme Court: 

An action against a carrier to recover damages to a ship- 
ment of cattle while detained in the receiving pens and on the 
cars after arrival at destination, in which the carrier pleaded 
contributory negligence of the shipper in failing to remove the 
cattle first unloaded from the pens, so as to permit the un- 
loading of the balance, involves only well-established principles 
of law, though the facts are novel, and the case will therefore 
not to be certified to the Supreme Court.—Ibid. 

TELEGRAPHS AND TELEPHONES 

Action in Tort Not Maintainable for Failure to Perform Con- 
tract: 

(Supreme Court of New Hampshire. Hillsborough,) No 
action sounding in tort can be maintained for the negligent 
failure to perform a contract. (Barrett v. New England Tele- 
phone and Telegraph Co., 117 Atlantic Rep. 264.) 

Liability for Failure to Furnish Telephone Service Governed by 
Contract Rule: 

The rule of law under Pub. St. 1901, c. 81, sec. 13, by which 
a telephone company is held to promise service to every one, 
is applied for the purpose of protecting the public against dis- 
crimination; and the fact that the company is engaged in public 
service does not make its mere failure to perform its duty to 
serve a wrong different in character from what it would be in 
case of private agreement.—Ibid. 

Telephone Company Not Chargeable With Special Damages for 
Inability to Summon Fire Department Because of Inter- 
rupted Service: 

Failure to perform service contract limits recovery to value 
of service only where there were no special circumstances tend- 
ing to show that a telephone company was chargeable with 


' knowledge of facts,from which the likelihood of special damages 


should be inferred, and, in an action by a subscriber for 
damages on account of being unable to summon fire depart- 
ment when his building took fire after interruption of service 


of which the company had timely notice, the subscriber can - 


recover no more than the. ordinary value. of the service for 
which he paid; there being no recovery for the results of the 
unforeseen situation which thereafter arose.—Ibid. 
State Statute Regulating Increase of Rates Held Inapplicable 
to Subsequent Contract: 
(Circuit Court of Appeals, Fourth Circuit.) The proviso of 
Civ. Code S. C. 1912, sec. 3161, that no increase in telephone 
rates which had been fixed in franchises previously granted 


should be permitted, except by agreement with the municipal ' 
authorities and the subscribers, is limited to franchise con- 


tracts in force when the statute was enacted, and does not 
apply to a contract made 12 years thereafter. (Miller v. 
Southern Bell Telephone & Telegraph Co., 279 Fed. Rep. 807.) 

Publication of Notice of Application for Increase in Rates Held 

Sufficient: 

Where a telephone company doing business throughout the 
state made application to the State Railroad Commission for 
a general increase of its rates, a publication of the notice of 
such application in a newspaper of general circulation through- 
out the state for the time required by Civ. Code S. C. 1912, sec. 
3161, was sufficient to authorize increase in rates in a desig- 


nated town, without publication of the notice in a newspaper of 
that town.—Ibid. 


Cc. & N. W. EQUIPMENT TRUST 


The Chicago & North Western has been authorized by the 
Commission to assume obligation and liability in respect of 
$5,250,000 of 5% per cent certificates to be issued by the Far- 
mers Loan & Trust Company under an equipment trust agree 
ment dated May 26, 1922, at not less than 9714, in connection 
with the procurement of 3,050 freight cars of various types and 
40 locomotives at a total estimated cost of $7,307,750. The com- 
pany informed the Commission that no arrangements for the 
sale of the certificates had been perfected but that it would 
invite bids therefor and accept the highest bid. 
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It has appeared to The Traffic World that it might be of assistence 
to local agents if it would attempt to answer questions that may perplex 
some of them. We have, therefore, employed a local freight agent of 
long experience who will give his attention to such matters. Questions 
should be addressei to the editor of The Traffic World. They should be 
brief and clear. Names of the inquirers will not be used. If there does 
not seem to be sufficient demand for this service it will be discontinued. 
Only questions from suscribers will be considered, of course. 


Help for Local Freight Agents 





Q.— Weighing of carload freight, and correct method of 
ascertaining the correct amount under tolerance. 

Suppose a car of hay billed weight is 36,900 pounds; ascer- 
tained track scale weight, 37,200 pounds; tolerance, 300 pounds. 
No correction would be issued, as the tolerance must be 500 
pounds or more. Minimum billing weight of car, we will say, 
is 24,000. The usual method used by freight agents would be 
to correct this waybill to read 37,200 pounds as per weight of 
the weighing association. It seems to me that the latter method 
is correct. 

A.—As a rule, if the weight as billed was certified to origi- 
nating carrier by shipper, no correction should be issued unless 
weighed at a transfer point at which a hay warehouse is located, 
or at destination under the supervision of a representative of 
the carriers of an official weighmaster of a board of trade, 
chamber of commerce, or inspection bureau. If charges are 
corrected at transfer point to the weight found under repre- 
sentatives referred to above, no further correction is accepted. 





Q.—Mention has been made of freight consigned to “John 
Smith” care of “John Doe.” On freight so consigned I take 
it that the notice of arrival should be sent precisely in accord- 
ance with the billing—“John Smith—care of John Doe.” Is it 
your opinion that carloads should be placed on the average agree- 
ment sheets of John Smith or of John Doe? 

A.—Notice of arrival should be in accordance with the bill- 
ing. Carloads so billed should be placed on the average de- 
murrage agreement of the party to whose care assigned. 

Q.—Shipper ordered tank car and to him was furnished one 
of our ownership. Shipper complained of car being dirty and 
insisted on it being cleaned. Are carriers obligated to furnish 
clean tank cars? 

A.—Interior cleaning must be performed by and at the ex- 
pense of the shipper. 








Q.—A certain shipper made shipment to his own order and 
forwarded the bill of lading and invoice of goods to me by mail 
with request that I collect the value of the goods from some 
designated party before delivering same, and remit the amount 
collected to the consignors. Is this proper? 

A.—Agents should not make such collections. Parties should 
be referred to: the express company, bank, or other established 
means for making collections. 





Q.—What rating should apply on bags loaded with a ship- 
ment for reconditioning purposes in transit? 


A.—The same rate applying on the shipment which the bags 
accompany. - 





Q.—Shipment of emigrant movables includes two pianos. 
Should extra piano be refused? 


A.—May be accepted subject to its less-than-carload rating. 


NEWSPAPERS IN BAGGAGE CARS 


The Trafic World Washington Bureau 


It may become necessary for the Commission, in connection 
with a hail of protest, to go into the question of what is a 
newspaper. The pertinency of the query has been created by 
the decision of many railroads in the East that the rotagravure, 
more commonly known as the “brown section,” is not entitled 
to be regarded as part of a newspaper. They have filed tariffs, 
generally effective August 1, saying the brown sections will not 
be received for transportation in baggage car service. Were 
these brown sections parts of newspapers containing news set 
forth in the customary form, the railroads would be under moral 
obligation, if not legal constraint, to transport them in baggage 
service. 

There appears to be misapprehension on the part of news- 
paper managers as to the legal phases of the matter. One gen- 
eral manager of an Ohio newspaper, in his letter of protest to 
the Commission, assumed the Commission, at some unmentioned 
time, ordered the railroads to carry the brown sections in the 
baggage service, and then, at the instigation of the American 
Railway Express Company, rescinded its order, thereby requir- 
ing the transportation of the section. in question by express. 
The fact is that the Commission has not done anything. The 
railroads voluntarily published their tariffs showing their willing- 
ness to. transport newspapers in the baggage service, thereby 
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affording them transportation at more frequent intervals and 
in more expeditious form, than the express companies. 

The tariffs contemplated that newspapers should be taken 
from the publication stations and carried to the distributors, 
the raw material for printing them having been brought to the 
place of publication by freight. Brown sections, however, are 
not produced at the places where the ordinary printing takes 
place.. They are produced at central plants, by concerns hav- 
ing a relation with the particular newspapers only such as is 
created by contracts of sale, so far as the production plants of 
the producers of the brown sections are concerned. The com- 
panies which produce brown sections receive from the news- 
papers photographs and other “copy” of pertinency and of value 
only in a given city or section within a limited time. In the 
time element the brown sections have the characteristics of 
newspapers. It would be ridiculous, for instance, for any news- 
paper now to publish pictures showing the removal of the bodies 
from the ruins of the Knickerbocker Theater in Washington, 
in January, 1922, except to illustrate some article about that 
disaster not purporting to be news. The necessity for the brown 
section to have timely pictures has been brought to the attention 
of the Commission to show why the brown section is to be 
regarded as a news feature—that is, the telling of news by a 
medium other than type. 

In the filing of tariffs excluding the brown sections from 
the privileges of baggage car service, the railroads exercised 
their legal right. The only way the Commission can deal with 
the situation is for the affected newspapers to file formal pro- 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 


men and the positions in touch with each other. The rates for 
classified advertisements are as follows: First insertion, $1.00 per line, 
minimum charge $3.00; succeeding insertions, per line, 50c; 10 words to 
the line; numbers and abbreviations counted as words; é point type; 
payable in advance. Answers to keyed advertisements forwarded free 
and all correspondence held in strict confidence. TRAFFI 
WORLD, 418 South Market Street, Chicago, Ill. 














POSITION WANTED—Commercial Rate Clerk, all _ territories. 
Thoroughly familiar with rates, routing, claims, rate adjustment and 
all phases of traffic work. Results assured. Available August Ist. 
Address A. B. C. 455, Traffic World, Chicago. 


POSITION WANTED—Traffic Manager, Ex. General Freight 
Agent, several years’ commercial, qualified to handle I. C. C. and 
state cases, all traffic problems. Address B. T., Traffic World, Chicago. 


POSITION WANTED—Man 33, seeking broader opportunity, de- 
sires position Traffic Manager or Assistant, Industry or Short Line 
Railroad; 15 years’ experience, expert knowledge all traffic problems, 


rate and claim adjustments, routing, etc. Address J. L. C., Traffic 
World, Chicago, IIl. 











POSITION WANTED—Man of family, 37, now employed Traffic 
Manager Southern road, seeks connection, railroad or industrial, yield- 
ing greater opportunity. Fifteen years’ experience; Al references 


present and past employers. Address T. M., care Traffic World, 
Chicago. 


EDGAR IMPROVED CAR SEAL 

CHANDLER MOTOR CAR COM- 
PANY, Cleveland, Ohio, says: “We 
very much regret our delay in securing 
this seal,.and we feel positive had we 
used the seals much sooner that it would 
have saved a great many loss and dam- 
age claims.” 

The Edgar Steel Seal & Mig. Ce., Lawrence, Kansas 
EXPORT 6 sssoo0to 875 

$3500 to 37500 
The need for trained men is great. You 

MANAGERS can quickly train yourself for this 


splendid profession, and jump to mag- 


Ask for Samples 
andPrices Today 


WANT E D *rnerare now 


In your spare hours, in your own home you can master the principles of export 
and qualify for one of these splendid positions. The training is thorough and 


complete. Send for full information today. Now! AMERICAN COMMERCE 
ASSOCIATION, 4043 Drexel Blvd., Dept. 27-C, Chicago, III. 


SAVANNAH, GEORGIA 


Storage—Pool Cars Our Specialty 


H. H. BRADLEY & CO. 


Personal Service Quick Despatch 
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tests, seven copies of each, asking the suspension of the tariffs, 
and telling: the Commission, in a brief way, why the protestants 
think there should be suspension. 

The production of the brown sections for a number of 
newspapers in one plant means a double haul for practically 
every section. That is to say, in the case of a Cincinnati news- 
paper that has its brown section printed in Cleveland, the Big 
Four is asked to haul the brown section from Cleveland to Cin- 
cinnati for incorporation in the Cincinnati newspaper. When 
that incorporation has been made, the complete newspaper is 
sent out in the Big Four baggage car again, and some of the 
brown sections are sent back to Cleveland. The strictly news 
sections do not receive such back-haul transportation. They 
are printed in the cities of publication and the completed sec- 
tions receive but one haul. The railroads, in other cases, have 
contended the rates for that service are not, strictly speaking, 
compensatory, hence their desire to limit it exactly to what they 
now aver they contended, namely, the transportation of com- 
plete newspapers. 


MAY OPERATING INCOME 


The Association of Railway Executives has issued the fol- 
lowing on revenues and expenses and operating income of 
Class 1 roads for May and the five months ended with May: 


Complete reports just filed by the carriers with the Interstate 
Commerce Commission show that the railroads in the United States 
in May had a net operating income of $61,980,600, which on an 
annual basis represented a return of 4.36 per cent on their tentative 
valuation. In May last year their net operating income amounted 
to $36,943,248, or at the annual rate of return of 2.60 per cent, while 
in April this year it was $50,271,865, or 3.93 per cent. 

Tabulations show that the net operating income for May fell short 
$23,230,900 of the amount necessary to realize a return of 6 per cent, 
and $19,680,500 below a return of 5% per cent, the figure fixed by 
the Interstate Commerce Commission in its recent rate decision. The 
compilations are based on reports from 201 class one railroads, hav- 
ing a total mileage of 235,228 miles. 

Operating revenues in May totaled $448,947,900, an increase of 
nine-tenths of 1 per cent over the same month last year, while 
operating expenses totaled $355,588,800, a decrease of 6.4 per cent 
compared with the same month last year. 

Fifty-six railroads—27 in the Eastern, 2 in the Southern and 
27 in the Western district—had operating deficits in May compared 
with 59 in April. : 

For the first five months this year the net operating income of 
the railroads totaled $273,259,000, compared with $94,417,907 during 
the same period last year. This is at the annual rate of return of 
4.36 per cent (the same rate of return as for the month of May), 
compared with 1.51 per cent during the first five months in 1921. The 
operating revenues for the five months period totaled $2,137,339,700, 
a decrease of 3% per cent compared with the corresponding period 
last year, while operating expenses totaled $1,714,688,900, a decrease 
of 13% per cent compared with the corresponding five months’ period 
in 1921. Comparisons show that the carriers during the first five 
months this year fell short $102,927,880 of realizing a 6 per cent re- 
turn on the tentative valuation of their properties used for trans- 
portation purposes. 

The railroads in the Eastern district had operating revenues in 
May of $218,955,300, a reduction of 1 per cent compared with the 
same month the year before, while the operating expenses totaled 
$173,147,700, which was a reduction of 7.4 per cent compared with 
May. 1921. Their net operating income was $31,752,380 compared with 
$20,801,715 in May the year before. The net operating income for 
the month was at the annual rate of return of 4.57 per cent, but 
$9,959,600 below a 6 per cent return. 

The railroads in the Southern district, according to complete re- 
ports filed with the commission, had operating revenues of $61,778,- 
800, an increase of 12.6 per cent compared with May, 1921. Operating 
expenses for those carriers totaled $46,257,700, a reduction of 6.7 per 
cent compared with the same month the previous year, while their 
net operating income was $11,304,700, compared with $2,064,841 during 
the same month last year. This was at the annual-rate of return of 
6.63 per cent, exceeding a return of 6 per cent on their tentative 
valuation by $1,075,000. 

Complete reports showed that the operating revenue for the 
carriers in the Western district totaled $168,213,700, a decrease of 
three-tenths of 1 per cent compared with the same month last year, 
while their operating expenses totaled $136,183,360, a decrease of 5 
per cent compared with the same month the year before. Their 
net operating income totaled $18,923,500, compared with $14,076,692 
in May, 1921. This amount, which is at the annual rate of return 
of 3.41 per cent, fell short $14,346,400 of a 6 per cent return. 

Tabulations show an increase of approximately 3% per cent in 
the number of freight cars loaded with all commodities in May, com- 
pared with the same month in 1921. Because of the coal strike, 
however, coal loadings fell off 47.4 per cent below the same month 
one year ago, but there was an increase in the loading of all other 
commodities other than coal of 16.8 per cent. Measured by net ton 
miles, the number of tons of freight multiplied by the distance car- 
ried, there was a decrease in freight traffic in May of eight-tenths 
of 1 per cent compared with the same month last year. 

The financial showing of the railroads in the Southern district, 
compared with those in the other districts, is due largely to the 
fact that the Southern roads have been less seriously affected by 
the coal strike than those in other parts of the country. Freight 
traffic in May on the Southern roads showed an increase of ap- 

roximately 18.3 per cent over the same month last year, while 
n the Western district there was an increase of only 1.6 per cent 
and in the Eastern district a decrease of 7.7 per cent. 


POWER BRAKE INVESTIGATION 


Hearings in the Commission’s investigation of power brakes 
and appliances for operating power brake systems, docket No. 
18528, which were to be resumed in July, were indefinitely post- 
poned, it was announced by the Commission. It was said that 
the hearings were postponed because the carriers’ operating 
officials were unable, on account of the shopmen’s strike, to 
devote the necessary time to the investigation. 
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CANADIAN RATE REDUCTIONS 


_ (Summary of the Board of Railway Commissioners’ recent decision 
in connection with reduction in rates and equalization of eastern and 
western freight rates.) . 

The Board of Railway Commissioners by General Order 366 
and judgment forming part thereof, dated June 30, 1922, deals 
with a reduction in rates as provided in General Order 308, 
dated September 9, 1920, and the question of equalizing eastern 
and western freight rates investigated in pursuance to order in 
Council P. C. 2434, dated October 6, 1920. 

Hearings in the investigation re equalization of eastern and 
western freight rates began in Ottawa November 22, 1920, sub- 
sequent hearings being held at various points in the west and 
the east, terminating at Ottawa on March 30, 1922, where final 
argument was made by all parties interested. 

Shortly after the investigation began, applications were 
filed by representatives of the maritime provinces and British 
Columbia, the former alleging that they were unfairly treated 
on account of material increases in the so-called arbitraries 
which are added to the existing rates applicable between Mon- 
treal and points west thereof, and requested the re-establishment 
of arbitraries in effect prior to 1916, the latter alleging that, on 
account of changed conditions, the so-called mountain scale of 
rates as applied to British Columbia should be eliminated and 
the prairie scale be extended to the Pacific coast. 

Towards the end of the investigation there were also filed 
an application by the Canadian Lumbermen’s Association, ask- 
ing for a general reduction on lumber and forest products; also 
an application by the Board of Trade of the city of Sault Ste. 
Marie, asking for extension from Sudbury to Sault Ste. Marie 
of the so-called schedule “A” basis of freight rates. 

The Commercial Travellers’ Association of Canada applied 
for removal of the 20 per cent increase in excess baggage charges 
allowed by General Order 308, on the grounds that these bag- 
gage charges being based on passenger fares, they should be 
reduced in accordance with the reduction which has already 
been made in passenger fares. 

Dealing first with the question of a general reduction in 
rates, it should be stated that by the terms of General Order 
308 the remaining portions of increases provided therein were 
to have been cancelled July 1, 1922, because of the fact that 
Subsection 5, Section 325 of the railway act, 1919, giving the 
board power to disregard the Crows’ Nest Pass agreement, ex- 
pired July 6, 1922. 

It was, therefore, necessary that parliament should make 
some announcement as to what action, if any, it intended taking 
in regard to the Crows Nest Pass legislation before the Board 
of Railway Commissioners could take any action on the rate 
situation. Having this in mind, parliament referred to a special 
committee of the House, the question of extending the coming 
into operation of the Crows Nest Pass legislation. This com- 
mittee, after numerous hearings, reported to the House, and 
legislation has since been enacted (Bill No. 206) providing fur- 
ther suspension of the Crows Nest Pass legislation for one year, 
except clause (e). which provides a basis of rates on grain and 
flour from points in the prairie provinces to the head of the 
lakes. The Governor-General-in-Council also receives power to 
extend this legislation for an additional term of one year, if 
considered advisable to do so. 

The report of the special committee also stated: 

Basic commodities which may be afforded reductions should have 
the earliest possible consideration by the Board of Railway Commis- 
sioners. 

In considering this statement, the board points out that, 
while it is to be treated with respect, it is only a recommenda- 
tion and not binding in law on the board. The view is expressed 
that the proper method to pursue in making reductions in freight 
rates is that used in making the increases—that is, a general 
horizontal reduction. The board, however, apparently was un- 
able to pursue this course, as it is stated in the decision that, 
as a matter of emergency, revisions may be made on basic com- 
modities in so far as possible, consistently with other conditions 
now existing. After referring to the proposal as finally sub- 
mitted by the railway companies to a special committee of the 
House, and the reduction in revenue which would result there- 
from on the C. P. R., it is stated that a reduction in the basic 
commodities enumerated of 7% points should be granted, leav- 
ing the rates on these commodities higher than those in effect 
September 12, 1920, by the following percentages: Eastern Can- 
ada, 17% per cent; western Canada, 12% per cent; that the rates 
on coal, except anthracite and coal from the head of the lakes 
westbound, should be reduced to the basis in effect September 
12, 1920, which would remove the increases granted—namely, 
10 cents to 20 cents a ton. It is stated that these various reduc- 
tions, together with that applicable to international traffic, will 
total, so far as the C. P. R. are concerned, over $11,000,000 a 
year. 

The list of basic commodities and the reductions ordered 
are as follows: 


Coal (except anthracite and coal from head of lakes 
a A Ek eR ee OE OEP SE PERE AI 10c to 20c per ton 


July: 15 
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Terminal Warehouse & Forwarding Co. 


HOUSTON, TEXAS 


View showing relationship of ship, wharf, and 
shipside warehouse. 





Houston as a distributing center for water shipments into 
and out of the State of Texas furnishes unique and effi- 
cient service by means of our shipside warehouse. 






150,000 sq. ft. of storage space. Reinforced concrete 
throughout. Equipped with automatic sprinkler system. 
Floor level 35 ft. above mean low tide. Trackage capacity 
72 cars. 












Electric conveyors handle merchandise to and from ship- 
side at the rate of over 100 tons per hour, no charge 
being made for service other than the ordinary handling 
charges applying in any interior warehouse. 


Lowest insurance rates. 





Safe from fire and storm. 


Import and export shipments handled free or bonded. 












At our wharf, in addition to special calls of vessels with 
cargo for the warehouse, the following steamships berth 
on regular schedule: 

Southern Steamship Co.......... Philadelphia—Houston 
ty he a an aE care Be” Mexican Ports—Houston 


Mississippi-Warrior, Gulf States S.S. Co., New Orleans 
and interior river points to Houston 


Pacific Caribbean and Gulf S.S. Co., Pacific Ports—Houston 
Luckenbach Lime ...........c0e0. Pacific Ports—Houston 





Berthing space available for any ship handling cargo 
through warehouse 









If you are in any of the territories served by the above 
steamship lines, consider the tremendous advantage of 
storing your commodities at shipside Houston, without 
extra charges for distributing. 





Let us handle some shipments for you to demonstrate 
the saving. 


TERMINAL WAREHOUSE & FORWARDING CO. 


HOUSTON, TEXAS 


THE TRAFFIC 


WORLD 


Kansas City 





HOUSTON 


In the three years that Houston has been a port 
many reliable steamship services have been estab- 
lished to connect Houston with Europe, North and 
South America and the West Indies. Their sailings 
are regular and the service dependable. 


Daniel Ripley & Company to Hamburg, Bremen, 
Antwerp, Rotterdam and Le Harve. 


Southern Steamship Company, Philadelphia. 


Lykes Lines, Cuba, Porto Rico and other West 
Indies ports. 





Lone Star Steamship Company, Cuba, Porto Rico 
and other West Indies ports. 


Leyland Line to Liverpool. 

Harrison Line to Liverpool. 

Sgitcovich Lines, Liverpool, Manchester. 
Lallier & Latta, Bremen and Hamburg. 
Nervion Line, Barcelona. 


Pacific, Caribbean & Gulf Line to U. S. Pacific 
ports. 


Luckenbach Line to U. S. Pacific Coast ports. 


Gulf States Steamship Company, New Orleans 


connecting with Mississippi and Warrior River barge 
service. 


Steele Steamship Lines. 


In addition to the above lines there are numerous 


other services engaged in the business of oil trans- 
portation. 


The area reached by these services is large. 


Mr. Traffic Man, does not your business cover 
some of these routes? 


For further information ask 


DIRECTOR OF THE PORT 
City Hall Houston, Texas 
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Forest products (as per list taking basis A in C. P. R. R. 
Tariff £3590 east of Port Arthur and taking bases A and 
B in .Cc. P. R. R. Tariff W4710 from British Columbia to 
prairie points and list in C. F. A. Tariff No. 113 from 
Alberta and British Columbia to eastern Canada); building 
material; brick; cement; lime; plaster; potatoes; fertilizers 
(other than chemicals); ores; pig iron; blooms; billets; wire 
EE ION PEE GSS seb ck eis epediccce free debt endvenass *7% points 


*The 7% points are taken off the remaining portion of increase 
allowed by G. O. 308, which leaves 174% per cent east and 12% per cent 
west over the rates in effect September 12, 1920. 


The above reductions are subject to the provision that where 
reductions heretofore granted or ordered on the commodities 
mentioned are lower than the basis established by the present 
order they will remain as at present and, where higher, they 
will be reduced to the new basis. 

On some of the commodities and in certain directions, this 
means that no reduction will be made and in other cases that 
the reduction will be less than 7% points. 

For example, there will be no reduction in rates on crushed 
stone, sand, and gravel, or cordwood, as they are now back to 
the level in effect September 12, 1920. The rates on lumber 
from the coast to eastern Canada will not be reduced, as they are 
below the new level established. 


The board’s decision requires that the reductions shall 
become effective August 1, 1922. 


Equalization of Eastern and Western Rates 


Maritime Provinces Case.—The decision denies the applica- 
tion for restoration of the arbitraries in effect prior to 1916, al- 
though in connection with rates from points east and south of 
Montreal, including Maritime Provinces, to points west of Fort 
William, a readjustment is made in the territory of origin, and 
a reduced basis of arbitraries is established, which has the effect 
of reducing the amount over the Montreal rate to be paid by 
shippers of St. John, Halifax, and other points, on business to 
the northwest. The new arbitraries from St. John and Halifax 
will be from 2 cents to 6 cents a 100 pounds higher than those 
in effect prior to 1916. 

The decision in dealing with this question points out that 
the reduction granted is justified on the grounds that the long 
haul from the Maritime Provinces to the west should have the 
same relative basis as have Toronto and Montreal. In other 
words, the rates from Toronto and Montreal to Winnipeg are 
made up of a proportional or arbitrary scale to Fort William, 
plus the local rates beyond, and in this decision, the board finds 
that the rates from east and south of Montreal should have 
relatively the same basis. The following examples will show 
the relationship and reductions made: 


TO FORT WILLIAM (ALL RAIL)—WHEN DESTINED WEST 


THEREOF. 
Arbitrary 
over Montreal. 
1st 5th 1st 5th 
From— class. class class. class. 
I Sc aile ss auinvacdra'wtactgcaigtniete Pres... 139% 57 ies wets 
New... 139% 57 itaa tea 
MINER sor 60.0 s/s: ee vce paceeue Pres 170% 72 31 15 
New 151% 63 12 6 
Me NE, bch Sascicocleewewewen Pres 180% 77% 41 20% 
New 163% 69 24 12 
RE. nwedecntitnwoueuwen Pres 184 79 4416 22 
New... 167% 71 28 14 
Rates in cents per 100 lbs. 


From points east and south of Montreal to points west of 
Montreal in Quebec and Ontario, no reduction is made in the 
arbitraries on the ground that the rate structure is built up 
around the St. John-Toronto rate, which forms part of the gen- 
eral scheme of class rates in eastern Canada and cannot be dis- 
turbed without disrupting the whole eastern Canada rate fabric. 
The decision also refers to the eastern rates case, where this 
particular question was dealt with at considerable length. 

Sault Ste. Marie Case.—The decision grants the application 
for extension of Schedule “A” basis of class rates to Sudbury 
and Sault Ste. Marie. The Schedule “A” basis of class rates 
was established by the board in 1907 in the “International Rates 
Case” decision, and was applied generally between so-called 
“town tariff” points such as Windsor, Chatham, London, Hamil- 
ton, Toronto, etc. The grounds for extending this scale to the 
Soo and Sudbury would appear to be based on the fact that 
these points have developed since 1907 into distributing centers, 
similar to the “town tariff” points now enjoying Schedule “A” 
and therefore are now entitled to the same basis. 

British Columbia Case.—The application of British Columbia 
for removal of alleged undue discrimination, so that rates in 
British Columbia and from British Columbia to other parts of 
Yanada would be no higher than other parts of Canada, has 
been granted in part by making a reduction in the standard 
mileage scale of class rates from approximately 8 to 17 per cent. 
Special class and commodity rates based on the standard will be 
reduced in like manner. The present basis of standard class 
rates in British Columbia (except the lake district) was estab- 
lished by the western rates case decision in September, 1914, 
which provided that rates would be figured on the basis of 1% 
miles for every mile at the prairie scale. By the present deci- 
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sion, this is reduced to the basis of 14%, miles for every mile of 
the prairie scale up to 750 miles, beyond which there is to be 
added the prairie scale 25-mile rate differences for each 25 miles, 
In order that these various bases may be understood, the follow- 
ing examples are shown: 


PACIFIC STANDARD MILEAGE SCALE BASIS. 


Prairie Scale. ——Pacific Scale.-—__— 
Present. New. 
1st 5th ist 5th ist 5th 
class. class. class. class class. class. 
69 32 39 81 36 
39 113 50 99 45 
47 131 59 117 53 
53 152 69 134 60 
59 170 77 152 69 
83 2 108 219 98 
(On MNO 0 wekesnee<tens 242 108 314 141 282 123 
Tee WE 040.004. gecuwere< 246 111 318 143 287 129 
SUE bs creceewanases 251 114 323 146 291 131 


Rates in cents per 100 lbs. 


Taking the present first-class rate for 200 miles under the 
Pacific scale, it will be noted that it is the same as the first 
class rate under the prairie scale for 300 miles—i. e., in British 
Columbia or Pacific territory one mile is considered 144 miles 
of the prairie territory. Under the new basis it is the same as 
the first-class rate under the prairie scale for 250 miles—-i. e., 
one mile in Pacific territory is considered 1%, miles of the 
prairie territory. 

The present first-class rate for 775 miles unler the Pacific 
scale is $3.18, or the same as the first-class rate under the 
prairie scale for 1,175 miles. Under the new basis the first-class 
rate is arrived at by adding to the new first-class rate under the 
Pacific scale for 750 miles the difference between the prairie 
scale first-class rate for 750 miles and 775 miles—viz., 282 
plus 4 = 286. As there is no scale beginning first class at 286, 
the next higher scale is applied, which is 287. 

The decision states that owing to water and U. S. rail com- 
petition, the eastern rate situation cannot be a controlling factor 
in establishing rates in British Columbia. The reduction ordered, 
however, is justified by the reasoning of the western rates Case, 
used by the late Chief Commissioner Maybee: “The question for 
us to decide is what rates are fair irrespective of how much 
any company is worth or is not worth.” In other words, the 
cost of operation, while higher in British Columbia and so ad- 
mitted by counsel, than that existing in the prairies, it is con- 
sidered relatively lower than it was when the former decision 
was renderéd, and therefore a reduction is justified. 

Prairie Provinces Case.—This application, which was the 
nucleus of the investigation re equalization of eastern and west- 
ern freight rates, is denied by the board on the ground that any 
discrimination existing as between east and west of Fort William 


has not been shown to be undue as provided by the railway 
act, 1919. 


In this connection, it is important to point out that any 
consideration of the rates on grain and grain products from the 
prairie provinces to the head of the lakes, which is really the 
basis of this case, has been removed from the jurisdiction 
of the board by Parliament, this action resulting in a reduciion 


in these rates of approximately 30 per cent below the present 
level. 


In dealing with the question of discrimination, the board 
points out that, in determining undue discrimination, a mere 
comparison of rates and mileages is not sufficient under the 
act, but, rather, that all conditions must be taken into con- 
sideration in determining this point. The counsel for the pro- 
vinces of Manitoba and Saskatchewan in a statement before the 
board, in the course of the hearings, concurred in this view. 


In conclusion, the board outlines the different changes which 
are to be made in accordance with this decision in the following 
language: : 

“All steam railways in Canada under the jurisdiction of this 
board shall file tariffs, effective the first day of August next, 
providing for the following reductions, viz.: 


(a) On the articles, other than grain and flour, hereinbefore re- 
ferred to as_ basic commodities, namely, forest products, building 
material, brick, cement, lime and plaster, potatoes, fertilizers (other 
than chemicals), ores, pig iron, blooms, billets, wire rods and _ scrap 
iron, a decrease of 7% per cent from the increase given by General 
Order No. 308 and any other orders affecting the said commodities 
issued since that date, which will hereafter leave the increase granted 
by said General Order No. 308, in Western Canada, at 12% per cent, 
and in Eastern Canada at 17 per cent; the term “forest products 
as set out in such list to be defined as follows: 

In the territory east of Port Arthur, Ont., in accordance with 
the list of commodities shown in C. P. R. Tariff C. R. C. No. E3818 
as taking basis A; in the tariffs from British Columbia to prairie 
points on the commodities — Group A and Group B rates, 4s 
shown in C. P. R. Tariff C. R. C. No. W2573; and from stations In 
Alberta and British Columbia to stations in Eastern Canada, in 
accordance with the Canadian Freight Association Tariff C. R. ©. 
No. 30; also on pulpwood west of Port Arthur, Ont. 

In -cases where reductions heretofore granted or ordered upon 
these commodities have not amounted to 7% per eent as above 
described, they shall be reduced to that point, and, where they exceed 
7% ~ cent they will remain as they are at present. 

hese reductions are made upon the same basis in both Easter 

and Western Canada, with the object of preserving the same spread 
between these territories as was provided by General Order No. 303: 
(b) On coal, other than anthracite and coal from the head of the 
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Warehouse 
Efficiency 


at the point of contact 
with your markets 


In The 
Great St. Louis Gateway 


To Promote and Expedite 
Your Trade With the Vast 
West and Southwest, You 
Will Find No Greater Fa- 
cility Than This Modern 
Merchandise Storage Ware- 
house of Fifteen Thousand 
Tons Capacity, Operated 
In Conjunction With the 
Most Complete System of 
Freight Handling and 
Forwarding Facilities In 
America. 


Write for 
one of * 


these 


booklets 


COLUMBIA TERMINALS 
COMPANY 


ST. LOUIS 

























Managing Agents: 
American-Hawaiian Steamship Co. 
American Ship and Commerce Corporation 
General Agents: Hamburg-American Line 





— 


American-Hawaiian S.S. Co. 
INTERCOASTAL SERVICE 
Between New York, Boston, Philadelphia and Los 
Angeles, San Francisco, Portland, Seattle and Tacoma 


Boston Phila. New York 
eae een tenia = July 22 July 


ppeadonecr arena uly 29 Aug. 5 ‘ 

Pa witinal ese walemamaiew men Aug. 5 Aug. 12 Aug. 10 

rel every Thursday from New York, every 
Saturday from Boston and Philadelphia and 

fortnightly from the Pacific Coast ports 



























PACIFIC COAST TO EUROPE 


U. 8. Pacifie Coast Ports to the Principal ~—_ of the United 
Kingdom and ——— ‘ort- 


nightl lings 









Joint Services with 
Hamburg-American Line 
To Hamburg 


NEW YORK TO HAMBURG 


8. A | amma see ececccccccccscereescccsees July 20 
5 eaten 


i Se daha reed . 
i SL. Sstinsneciwiwicainus ele siniddeesieg none ee hee ug. 8 
Oy 5.645 cs veve esa danpaanee wens Aug. 10 
* Carries third-class passengers. 
+ Cabin and third-class passengers. 
¢ First, second, third-class passengers. 
LOADING PIER 86, NORTH RIVER 


PHILADELPHIA TO BREMEN AND HAMBURG 


8.8. THEMISTO (via Baltimore) ............eeeeeeeees July 18 
8.8. OREGONIAN (via Baltimore) 


BOSTON TO BREMEN AND HAMBURG 
8.8. NEVADAN 






COPPER EEE TOE EEE EEE EEE EEE EEE EE EEHS 


eeeseeeece 


BALTIMORE TO BREMEN AND HAMBURG 
8.8. THEMIST 
B.S. CALLISTO “(via Norfolk)........-+....0. 4.00. 


NORFOLK phd so NEWS TO BREMEN 


ND HAMBURG 
Ly ED: acxssgeuesouabebeossensswedsensebesce ‘Aug. 16 
EEE . .a0ee CORAeehicaeeen ener nascusnead omen Sept. 16 


NEW ORLEANS TO BREMEN AND HAMBURG 


8.8. WESTERWALD ......ccccccccccccccccccccccces Late July 
B.S. SGACHBENWALD  ...cccccccccccsccccccccccs Late August 


Through bills of lading via Hamburg issued to all Scandinavian 
and Baltic Ports 





















U. S. Government Ships 


NEW YORK TO DUTCH EAST INDIES 


Penang, Belawan-Deli, Port Swettenham, Singapore, Batavia, 
Samarang, Soerabaya 


S. WEST CANON _....crcccccccccccccccccccdcccsves July 15 
Ss WEE MEATIOMEE  cccccccccccccccsesscccccccesos Aug. 10 


teamers take cargo for oe Sere and Syrian Coast 
t) 
Loading Pier 21, Pouch Terminal, Clifton, 8. I. 


(General Offices: 39 BROADWAY, New York 
Telephone Whitehall 1020 
WESTERN FREIGHT OFFICE 


Chicago, 327 South LaSalle Street Phone Wabash 4891 
BRANCH OFFICES 

Boston, 40 Central Street Phone Cengress 3084 

Cleveland, 242 The Arcade Phone Main 2150 

Philadelphia, Bourse Bldg. Phone Lombard 7050 

Pittsburgh, Oliver Bldg. Phone Grant 7431-2 

Rochester, Commerce Bldg. Phone Main 715¢ 


GENERAL PACIFIC COAST AGENTS 
Williams, Dimond & Ce., 316 Sansome St., San Francisce 
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lakes westward, all increases provided for by General Order No. 308 
to be rescinded. 


(c) On commodities moving under class and commodity rates 
between points east of Montreal and points west of Port Arthur and 
Fort William, the establishment of arbitraries as provided for herein; 


(d) On the territory between North Bay and Sault Ste. Marie, 
Schedule A rates to be applied; 


(e) Mountain rates to be reduced to the basis provided for 
herein; and, 


(f) The increase in excess baggage rates, as provided for in 
General Order No. 308, be eliminated. 


“With the above exceptions, all tariffs now in effect, either 
under the provisions of General Order No. 308, as amended by 
General Order No. 350, or as the result of voluntary action by 
the carriers, shall remain in force.” 

It will be noted that all tariffs not subject to change by the 
above are to be continued in effect. This action was necessary 
on account of the reference in General Order 308, which stated 
that the increases contained therein would expire on July 1. 


Excess Baggage Charges 


The decision cancels the 20 per cent increase allowed by 
the board in General Order 308, effective September 13, 1920, on 
the ground that the increase in passenger rates having been 
cancelled, similar action is justified in connection with excess 
baggage charges, as they are based on the passenger fares.. 


HELP FOR THE K. C. M. & O. 


The Trafic World Washington Bureau 


An unavailing search for help for the Kansas City, Mexico 
& Orient was made at a conference July 2 participated in by 
Commissioners McChord, Meyer, and Potter, W. P. Kemper, re- 
ceiver for that road, and traffic officials of most of its connec- 
tions, and representatives of Texas, Oklahoma, and Kansas, the 
three states in which the road operates, with a view to averting 
the disaster which the receiver sometime ago indicated might 
happen August 1—that is, the cessation of operation of the 
property. Another effort is to be made at a conference in Chi- 
cago July 18. 

About every proposition heretofore made for. the relief of 
the road, except its operation by the Southern Pacific or some 
other road that might stand the strain until the road could re- 
cover from the effect of three drought years and rising prices, 
was discussed, including the possibility of its salvation through 
the discovery of petroleum along its right of way. Not one of' 
the measures mentioned seemed adequate. The only immediate 
relief would be the furnishing of money. A relief not so imme- 
diate would be the remission of all taxes on the theory that the 
damage resulting from abandonment of operations would cause’ 
greater losses than the remission of taxes by the blight it. would); 
put upon property along the rails of the or‘ent. 


Primarily the thought was that perhaps the traffic Sfien of 


the Orient’s conréctions could think of ways to divert freight to 
it;in «quantities great enough to keep it alive. One of thé traffic 
men, howevef, pointed out that shippers have something to say 
about the rotting of freight and that he knew of one large ship-: 


per who declined to allow the Orient to be used for intermediate | 


routing because its financial condition was such that’ if he lost’! 
his shipment of live stock he knew the Orient could not con-| | 
tribute its share to making good on the loss. 

A suggestion running through all discussion of divisions onal 
diversion of traffic was that the condition of the Orient was such 
that it could not wait until the Commission had disposed of the 
formal case now before it and that if anything was to bé done 
for the relief of the Orient in time to do any good, action would 
have to be taken now. That phase of the subject was so seri- 
ously discussed that a committee was appointed to examine the 
figures pertaining to the revenue and divisions of 1920. 

The oil phase of the possible relief consists of the fact that 
at fifty or sixty places along the Orient oil wells are being put 
down. The history of Texas and other southwestern states 
railroads was that the development of one moderately good field 
would place a railroad on its feet. But the oil well sufficient to 
restore confidence in the Orient is not in sight. 

Before the general conference of the representatives of the 
three interests involved, the commissionrs had a conference in 
the office of Chairman McChord with Senator Sheppard, of 
Texas, and Commissioner Clarence E. Gilmore, of Texas, and 
Chairman Reed, of the Kansas commission. Nothing definite 
resulted from that conference. Those participating in the gen- 
eral conference, in addition to those already mentioned, were: 
Edward Chambers, Santa Fe; Stanley H. Johnson, Rock Island; 
C. E. Spens, Burlington; Alexander Hilton, Frisco; Columbus 


Haile, M. K. & T.; C. K. Dunlap, Southern Pacific; and W. A. 
Rambach, Missouri Pacific. 


RAILWAY EXPRESS CONTRACT 


Amendment of the contract between the American Railway 
Express Company and the railroads, which was entered into after 
the termination of federal control, has been agreed on by a 
majority of the railroads and the express company. The amended 
contract, when signed by the roads and the express company, 
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will be filed with the Commission. 
the amended contract are as follows: 


1. While the contract is for a period of 5 years from March 
1, 1923, the carriers retain the right by six months notice to 
limit it to August 31, 1925, which is four months prior to the 
expiration date of the existing contract. 

2. The carriers will receive 85 per cent of the transportation 
revenues on such carload business as does not require vehicle 
service. 

3. Article XVIII of the existing contract has been amended 
so as to afford the carriers better control over the affairs of the 
express company. 

4. The carriers will receive the so-called financial revenue 
retained by the express company under the present contract. 

Section 5 of the contract, which was old section 4, provides 
for the distribution of earnings by the express company in excess 
of 6 per cent on the basis of one-half to each of the contracting 
parties up to 8 per cent, and on the basis of three-fourths to the 
railroad company and one-fourth to the express company of 
earnings in excess of 8 per cent on the average book value of 
the express company’s property devoted to the express business. 
The section also provides for a statement in the contract of the 
value of the express property at the time the contract may be 
made. It provides further for a monthly advice from the express 
company to the railroad company as to increases in the value 
of the property by means of additions and betterments less the 
average amount of accrued depreciation. This is substantially 
the arrangement contained in the existing contract. 

Article XVIII, referred to above, provides for the appoint- 
ment of committees, with the approval of the Association of 
Railway Executives, which shall have, after conference with the 
representative or representatives of the express company, final 
determination within the terms of the contract of matters relat- 
ing to the routing of competitive traffic, rates, divisions and other 
traffic matters, facilities, equipment, lading, economies in move- 
ment of express business and similar operating matters, alloca- 
tion of revenues and expenses, accounts and statistics, as con- 
templated in the agreement, provided that the express company 
shall retain initial jurisdiction and management of all such mat- 
ters and may appeal to the Association of Railway Executives 
in the event the final determination of any such question is not 
acceptable, and if the decision of the association shall be ob- 
jected to by the express company, the latter than may have such 
question determined as a disagreement under Article XIV. That 
article provides for the appointment of an arbitrator by the ex- 
press company and by the railroad and the appointment of a 
third arbitrator by the chairman of the Interstate Commerce 
Commission in the event the arbitrators appointed by the parties 
to the agreement cannot agree on a third. 

The revised contract is regarded as more favorable to the 
" railroads than the original document. 

It is said that several roads, including the New York €en- 
tral, Wabash, Kansas City Southern, Delaware & Hudson, and 
the Denver & Salt Lake, have not — whether or not they 
would accept the-févised contract. 


The important features. of 


o 


N. Y. C. EQUIPMENT TRUST 


The Commission has approved the New York Central Lines. 
. Equipment Trust of 1922 under which $27,645,000 of equipment 


' trust certificates will be issued by the Guaranty Trust Company 
of New York and sold at not less than 95.495 per cent of par 
in connection with the procurement of equipment estimated to 
cost $36,944,072.50. The application asking for the Commission’s 
approval was signed by the New York Central, the Michigan 
Central, the C. C. C. & St. L., the Cincinnati Northern and the 
Pittsburgh & Lake Erie, and also the Pittsburgh, McKeesport & 
Youghiogheny, the latter having. been organized to engage in 
interstate commerce. 

Under the equipment trust agreement, the Cincinnati North- 
ern will get 250 40-ton D. S. auto box cars and 750 55-ton S. C. hop- 
per cars at an approximate total cost of $1,550,762.50; the C. 
Cc. C. & St. L. will get 2,000 55-ton S. C. hopper cars, 2 000 50:ton 
steel box cars, and 15 8-wheel switchers, at an approximate 
total cost of $7,527,480; the Michigan Central will get 2,000 
50-ton steel auto box cars, 1,000 50-ton H. S. gondolas, 500 35-ton 
refrigerator cars and 10 8-wheel switchers, at an approximate 
total cost of $7,480,715; the Pittsburgh & Lake Erie will get 
1,500 70-ton S. C. hopper cars and 1,000 70-ton L. S. gondolas, 
at an approximate cost of $4,466,525; the P. McK. & Y. will get 
1,500 70-ton S. C. hopper cars and 1,000 70-ton L. S. gondolas, 
at an approximate cost of $4,463,740; the New York Central will 
get 1,000 55-ton S. C. hopper cars; 2,000 50-ton steel box cars, 
1,000 50-ton H. S. gondolas, 1,000 35-ton refrigerator cars, 30 
8-wheel switchers and 20 8-wheel switchers, at an approximate 
cost of $11,454,850. 

The certificates probably will be sold to J. P. Morgan & Co. 
at 95.495. 





You can get the day’s important traffic news every 
working day in the year through THE DAILY 
TRAFFIC WORLD. 
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Via Via 
GULF STATES STEAMSHIP COMPANY MISSISSIPPI-WARRIOR RIVER SERVICE 
(410 Weis Building, New Orleans, La.) 
WEEKLY SERVICE (Federal Barge Line) and 
Between Houston, Texas, and New Orleans, La. GULF STATES STEAMSHIP COMPANY 


AT LESS THAN 75 PER CENT OF ALL RAIL RATES Between Houston, Texas, and St. Louis, Mo., East St. Louis, Cairo, IIl., 


Memphis, Tenn., and Vicksburg, Miss. 


Via 
LENT TRAFFIC COMPANY 
(Chaniber of Commerce — Pittsburgh, Pa.) AT LESS THAN 80 PER CENT. OF ALL RAIL RATES 


Via 
WATER TRANSPORT COMPANY Rail to and from St. Louis, Cairo, or Memphis, thence WATER ROUTE 
0 (Wabash Building, Pittsburgh, Pa.) to and from Houston, when from and to points in Illinois, Indiana, Iowa, 
perating Barge Line Service to and from Pittsburgh, Pa., Wheeling, Kentucky, Minnesota, Michigan, Missouri, Ohio and Wisconsin, at material 
- Va., Cincinnati, Ohio, Louisville, Ky., also other landings on Monongahela, savings under all rail rates. 
Ohio, and Mississippi Rivers and f Orleans. Via 
ALL WATER ROUTE from and to landings on Warrior, Black Warrior, 
GULF STATES STEAMSHIP COMPANY and Tombigbee Rivers in Alabama: and Georgia at rates materially less than 
Under Special Bookings and Reduced all rail. 


FOR FURTHER INFORMATION WRITE OR Wine, .C CHAMBER OF COMMERCE, HOUSTON, TEXAS 
ANY OF THE ABOVE LINES — pea 
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N. Y. C. CONTROL OF BIG FOUR 


The Trafic World Washington Bureau 


Acquisition of further control of the Cleveland, Cincinnati, 
Chicago & St. Louis Railway Company by the New York Central 
Railroad Company, by purchase of additional preferred and 
common stock, has been approved and authorized by the Com- 
mission. The decision was regarded as one of importance be- 
cause of the views expressed in connection with the provisions 
of the transportation act relating to consolidation of the rail- 
roads into a limited number of system. Commissioner Eastman, 
dissenting, held the Commission, by giving the authorization, 
was increasing the difficulties it would have to face in carrying 
out the consolidation provisions of the law. 

The New York Central made application under paragraph 
(2) of section 5 of the interstate commerce act for authority to 
purchase the additional stock. It controls the Big Four through 
ownership of $30,207,700 par value, of its common stock, out of 
a total issued and outstanding of $47,028,700. There is also out- 
standing $9,998,500, par value, of Big Four preferred stock, none 
of which is owned by the New York Central, the Commission 
said. The Big Four holds in its own treasury $1,500 of its pre- 
ferred and $27,600 of its common stock. The New York Central, 
the Commission said, owns 52.97 per cent of the total Big Four 
stock outstanding. 

Such ownership, however, the Commission said, does not con- 
stitute complete control, because it appears that the consent of 
a majority of the preferred stock is required for the issuance by 
the Big Four of any evidences of funded debt or the making by 
it of any lease of railway property which may entail increased 
fixed charges. Application was made, therefore, by the New 
York Central for authority to acquire that further and more 
complete measure of control which will result from the owner- 
ship by the applicant of at least a majority of the preferred 
stock. In order to obtain the outstanding stock of the Big Four, 
the Commission said, the New York Central proposes to offer 
to the holders of Big Four preferred stock an equal amount 
of its own common stock, and to the holders of Big Four com- 
mon stock 80 shares of N .Y. C. stock in exchange for 100 shares 
of the Big Four common stock. 

The Commission said a group of the owners of preferred 
stock of the Big Four intervened, objecting to the plan. They 
contended that the proposed price for the preferred stock was 
inadequate and that, while they were not obliged to accept the 
offer, the Commission’s approval of the transaction would tend 
to establish the price of the stock. They also urged that they 
were unwilling to part with an income-producing security in 
exchange for an equity in the property of the New York Cen- 
tral. The Commission said a final contention was that, inas- 
much as the object of the acquisition was to bring the Big Four 
into closer relations with the New York Central as a prelim- 
inary to consolidation, the application was premature, since 
no steps leading to consolidation could be taken in advance 
of the promulgation of the Commission’s plan of consolidation 
pursuant to paragraphs (4) and (5) of section 5 of the act. 

The Commission said a number of the owners of Big Four 
common stock urged that if the exchange was to take place 
some provision should be made whereby all dividends which 
have been declared on N. Y. C. common stock since the offer 
was made in December, 1921, would accrue to the benefit of 
such Big Four stockholders as may elect to make the exchange. 

The Commission’s conclusions, to which exceptions were 
taken by Commissioners Eastman and Cox, follow: 


In passing upon an application by a carrier for authority to ac- 
quire control of another carrier by the purchase of its stock, we are 
called upon to consider whether the transaction is one which the 
applicant should be permitted to enter into, having in mind the terms 
and conditions of the proposed bargain and their effect upon the 
ability of the carrier to serve the public. We may inquire whether 
the consideration to be paid by the applicant is fair and reasonable, 
to the end that the assets of the applicant be not wasted or its 
credit impaired so as to jeopardize its ability to perform its public 
functions. In a case involving dealings between two corporations 
under common control, we may even, perhaps, scrutinize the proposed 
transaction to determine whether the bargain is fair from the stand- 
point of protesting minorities. But where the transaction is between 
a carrier and individuals who are dealing with the carrier at arms’ 
length and are presumably capable of determining their own best 
interests, we do not think that the interstate commerce act requires 
us to do more than to determine whether the transaction will be in 
the public interest, having in mind, as above indicated, the considera- 
tion to be paid by the carrier and the terms and conditions of the 
transaction. So here, we are not called upon to decide any question, 
as between the applicant and stockholders of the Big Four, except 
whether the former may, consistently with its obligations to the 
public, pay the price proposed to be paid to such of the latter as 
may be wiling to sell at that price. Whether the securities of the 
Big Four are worth more than the price proposed to be offered is a 
question which is not before us, since it is merely our duty to inquire 
whether they are worth what the applicant proposes to pay, and an 
affirmative finding, therefore, cannot in any sense be taken as estab- 
lishing or tending to establish the market value of the stock. Neither 
does such a finding impose upon the stockholder any obligation, or 
persuasion, to exchange an interest-bearing security for an equity 
in the applicant’s eee. since he is entirely free to do so or not, 
according to the dictates of his own judgment. If in his view the 
bargain is an improvident one, he is free to refuse the offer. 

ile the acquisition by one carrier of the capital stock of another 
carrier may constitute, in many cases, a step towards consolidation, 
we are not convinced that such a step may not be taken in advance 
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of the adoption of our consolidation plan pursuant to paragraphs (4) 
and (5) of section 5. Paragraph (2) of that section authorizes us to 
approve the acquisition of control in any manner “not involving the 
consolidation of such carriers into a single system for ownership and 
operation.”’ It is clear that ownership by the applicant of all of the 
outstanding stock of the Big Four will not in any sense work such a 
consolidation. It was the undoubted purpose of paragraph (2) to per- 
mit transactions short of actual consolidation to be consummated 
without reference to the consolidation plan provided for in paragraphs 
(4), (5) and (6). So much is clearly indicated by the language above 
quoted. 

The Big Four has for many years been considered a part of the 
applicant’s system for operating and other purposes. The acquisition 
of its preferred stock, as well as the remaining common stock, will 
bring about a closer relationship between the properties and enable 
the applicant, as the majority stockholder of the Big Four, to carry 
into effect its policies, with respect to capital improvements and ex- 
pansion of the Big Four’s facilities, when such policies call for an 
increase in the fixed charges of the latter. We find that the acquisi- 
tion by the applicant of so much of the outstanding capital stock, 
preferred and common, as it may be able to purchase in accordance 
with its application and offer to the Big Four stockholders, will be in 
the public interest. 


Commissioner Eastman, in a dissenting opinion which was 
concurred in by Commissioner Cox, said it seemed to him that 
it was the Commission’s duty under the transportation act’s 
provisions relating to consolidations “to do everything in our 
power to lessen rather than increase these difficulties which are 
sure to be encountered,” the difficulties being those which lie 
in the way of consummation of a plan of consolidation. He 
believed that the present case was one in which the Commis. 
sion, by approving the acquisition, was increasing rather than 
lessening the difficulties that would be confronted in effecting 
the consolidation of the railroads into a limited number of 
systems. Continuing, he said: 


Consolidations are not compulsory. After we have spent months 
in investigation and deliberation and have finally promulgated the 
complete plan which the law requires, the carriers may put it into 
effect or not as they see fit. Yet there are means falling short of 
compulsion which will go far to assur the plar’s success. Much de- 
pends upon the interpretation of the law. If it 1s construed, as 
I believe it should be, to prohibit all consolidations, actual or virtual, 
until the plan is finally determined, to permit them thereafter only 
when we find that they accord with the plan, and to give us super- 
vision in the meantime over all other methods whereby one carrier 
gains control of another, the chance that the plan will eventually be 
consummated will, in my opinion, be vastly improved. If, on the 
other hand, carriers are permitted to effect virtual consolidations 
before the plan is determined, or to gain control of one another 
without our supervision, the chances of success will be very much 
diminished. 

I realize that hardship may occasionally result, and perhaps some 
minor detriment to the public interest, if consolidations are not per- 
mitted in advance of the final adoption of the complete plan. But 
any disadvantage of this sort will be far outweighed by the ad- 
vantage of being able to say to the carriers: The consolidation 
plan will mark the path which you may tread if you wish the bene- 
fits of union; you are not compelled to tread it, but at least you may 
tread no other. \ 

The policy which I suggest involves a _ broad _ interpretation 
coupled with a strict administration of the law. In tne present case 
the New York Central is seeking authority under paragraph (2) of 
section 5 to acquire 100 per cent of the stock of the Big Four. Para- 
graph (2) relates only to acquisitions of control which do not in- 
volve the consolidation of carriers ‘‘into a single system for owner- 
ship and operation.’”” Paragraph (6) of the same section permits car- 
riers to consolidate their properties into one corporation ‘‘for owner- 
ship, management and operation’? only when such consolidation 1s 
approved by us as in harmony with the final plan. Any narrow, 
technical construction of ‘‘consolidation,’’ as the word is used in these 
provisions, will in my opinion not only be contrary to the plain im- 
port of the language but subversive of the whole constructive in- 
tent of the section. 


It is conceded that the New York Central and the Big Four are 
now a single system for operation. In my judgment they will also 
be a single system for ownership if the New York Central acquires 
100 per cent of the Big Four stock, and virtual consolidation into 
one corporation for ownership, management, and operation will have 
taken place. No other conclusion can be reached, unless form be 
deemed of more significance than substance. It follows that what 
the New York Central is now seeking to do cannot be authorized 
under paragraph (2) of section 5 and will be unlawful until we ap 
prove it under paragraph (6) as in harmony with the complete plan 
of consolidation. The petition should be denied. 


But even if paragraph (2) be applicable, the majority have dis- 
regarded the plain provisions of that paragraph. The acquisition of 
control desired can not be lawfully approved or authorized unless we 
find it ‘‘will be in the public interest,’’ and then only on such terms 
and conditions as ‘‘shall be found by the Commission to be just and 
reasonable in the premises.’’ There is in the majority report no find- 
ing whatever that the terms and conditions in this Instance are 
‘just and reasonable in the premises.’’ On the contrary such a find- 
ing is in effect disclaimed and the holders of the Big Four stock 
told to determine this matter for themselves. 


Commissioner Potter, concurring. said: 


The last paragraph of Commissioner Eastman’s dissenting ¢x- 
pression, referring to paragraph 2 of section 5, suggests this expres- 
sion in the interest of accuracy. The requirements of that para 
graph, as applicable to this case, are complied with by the finding 
of the report that the acquisition by the applicant of the stock in 
accordance with its offer will be in the public interest, and the order 
approving and authorizing the purchase as described in the applica- 
tion and report. 


LOSS AND DAMAGE CLAIMS 


The statement of the freight claim division of the Americal 
Railway Association of the freight loss and damage account for 
the first quarter of 1922 shows a decrease of 49.2 per cent 
amount charged to loss and damage, as compared with the same 
period in 1921. 
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MUSKOGEE, OKLA. 







Muskogee Transfer & Storage Co. 
2—Fireproof Warehouses 


Merchandise and Household Goods 
Stored—Pool Cars Distributed 
Railroad Siding. 













A dual-valve engine 
uses less gas and de- 





livers more power than 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 


any other type of 
engine. 


CHICAGO 
Jos. Stockton Transfer Co. 


1628 South Canai Street, near Tayier Street 
Teaming of Every Description—City Delivery Service and Caricad 
Distributors 


Pierce-Arrow 
TRUCKS 
ROCHESTER, NEW YORK 


General Storage Carload Distribution 


Members American Warehousemen’s Association and American Chain ef Warehouses 


B. R. & P. WAREHOUSE, Inc. 


The Pierce-Arrow Motor Car Company 
Buffalo, New York 


2-ton $3200 3}-ton $4350 5-ton $4850 fully equipped 









pa Banned THE HEART OF TEXAS 
Weatherred Transfer and Storage Co. 


Freight Terminal District. ae ee ee ee 


DISTRIBUTING—WAREHOUSING 
One Block on Mary at 13th Street 


CONTINENTAL WAREHOUSE COMPANY 


416-434 West 12th Place, Chicago, III. 
Sprinkled Warehouses in the heart of the 


Merchandise Storage and Distribution Specialists. 


Consider our facilities for handling 


CALIFORNIA TACOMA, WASH. 


Full information and W : 
Descriptive Pamphlets ot on request hitworth Transfer & Storage Co., Inc. 
PUBLIC WAREHOUSES AND DOCKS 


san Francisco, sacrAmenro ano stockton | | PQOL-CAR-DISTRIBUTORS 


Associated! Terminals, FOR POINTS IN PACIFIC NORTHWEST 


General Offices: 324 Sansome Street, San Francisco 


GENERAL STORAGE MERCHANDISE STORAGE 
POO - = A R S _ NO SWITCHING CHARGE ON CAR LOAD LOTS 


Write for Condensed Schedule of Comparative Class Rates Applying 


D j ST R | 3 U T | Oo N to Principal Points in Pacific Northwest 


SOO Terminal Warehouse 


Storage and Distribution of 
MERCHANDISE 
Without Cartage Charges 


Write to us and learn about 
“THE ECONOMICAL WAY” 













519 West Roosevelt Road 
CHICAGO 


Location—Near the ‘‘Loop”’ in the 
Heart of Chicago 


FIREPROOF 
40 CAR SIDING 
FREE SWITCHING 
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SOUTHEASTERN CLASS RATE INQUIRY 


(Special correspondence from Atlanta, Ga.) 


Counsel for the shippers began cross-examination of the 
major witnesses of the carriers when the southeastern class 
rate inquiry resumed its sessions July 13. They will not seek 
to refute or break down the testimony of the railroad witnesses, 
but will endeavor to clarify certain details of the testimony 
which, they believe, were not explained fully enough, according 
to Edgar Watkins, who, with Charles E. Cotterill, was to conduct 
the cross-examination of D. M. Goodwyn, of the Louisville & 
Nashville; Charles H. Barham, of the Nashville, Chattanooga & 
St. Louis; and other witnesses who testified in a general way 
on the southeastern class rate schedule advocated by the car- 
riers. 

The railroad witnesses will be cross-examined in the order 
of their previous appearance before the investigation. 

Commissioner Joseph B. Eastman and Examiners H. G. Wag- 
ner and H. C. Wilson are conducting the inquiry. 

Mr. Watkins and Mr. Cotterill represent the Southeastern 
Traffic Association and the Atlanta Freight Bureau. The former 
is counsel at the inquiry for the American Cotton Manufacturers’ 
Association and the American Wholesale Grocers’ Association 
and the latter is general counsel for the Southern Traffic League 
and the representative of a committee of New England and New 
York manufacturers. 

North Carolina shippers and Louisville shippers are ex- 
pected to take a leading part in the cross-examination. The Flor- 


ida Peninsula and the Mississippi Valley interests also may take 
part. 


I. AND 8. DIVISION CASES 


The Trafic World Washington Burean 


In an effort to stop the creation of cases on the investiga- 
tion and suspension docket through attempts by railroads to 
get rid of joint rates not affording them as large divisions as 
they think they should have, the Commission, through Secretary 
McGinty, has advised them that such moves really amount to 
nothing but waste of time and expense to themselves, shippers, 
and the Commission. That is so because, generally speaking, 
the Commission will not go into the question of divisions in a 
case on the investigation and suspension docket. It advised the 
railroads to approach the question of propoer divisions by means 
of proceedings under the fifteenth section. In its advice to 
carriers, the Commission said: 


It frequently occurs that carriers, unable to agree among them- 
selves upon the division of joint through rates, propose cancellation 
or increase of such joint rates as a means of adjusting their differ- 
ences. Almost invariably when no substantial justification for the 
proposed increase other than dissatisfaction with division is offered, 
the Commission suspends such cancellation or increase and after 
hearing, requires that the schedules under suspension be cancelled, 
continuing the joint rates in effect. Among decisions of this kind 
may be mentioned Investigation and Suspension Docket No. 1233, 59 
LC. C. as: vy. @ S. 1201, @ I. C. C., B5: 1... & &. 1206, Gi YF. C. C., 367; 
i, & BS. 1210, 68 1. C. C.. 186; 1..@ S. 199%, 61 1. C...C., 727; I. & 8S. 1886, 
64 I. C. CG 275; I. & 8. 1460, 66 I. C. C., 449. ; 

Section 15 of the Interstate Commerce Act places upon the carrier 
the burden of proof to show that a rate, fare or charge increased 
after January 1, 1910, is just and reasonable. Disagreement over divi- 
sions is not considered by the Commission as justification for in- 
creases in or cancellation of joint rates or charges, and therefore as 
it construes the law, it has no option other than to condemn such 
changes unless substantial justification other than dissatisfaction with 
divisions is submitted. The Commission is authorized by the same 
section of the act to prescribe just, reasonable and equitable divisions 
to be received by the several carriers parties to joint rates and there- 
for, if unable to obtain equitable divisions from its connections, a 
carrier should bring the situation to the attention of the Commission 
in an appropriate proceeding rather than_ without justification at- 
tempt to increase or cancel joint rates. Ordinarily the Commission 
will not undertake in investigation and suspension proceedings to pass 
upon the reasonableness of divisions of joint rates involved therein. 

The attention of carriers is called to the fact that the only result 
of attempting to cancel or increase joint rates, which in themselves 
are reasonable, because of disagreement over divisions, has been waste 
of time and added expense to shippers, the Commission and them- 
selves. Therefore, such practice should be discontinued. 


SHORT NOTICE COAL RATES 


The Trafic World Washington Bureau 


In order that the reduced supply of coal may be equitably 
distributed at reasonable rates, the Commission is issuing spe- 
cial sixth section permits to establish commodity rates on coal 
on short notice. They are being issued almost pro forma. 
They are necessary because, unless commodity rates are estab- 
lished, the classification rating applies. That rating, generally 
speaking, is sixth. Sixth class rates, however, would be re- 
garded as exorbitant except to cover sporadic movements. Even 
in such cases shippers regard them as outrageous. 

Commodity rates, as a rule, are established only to such 
points as might reasonably be expected to be served from cer- 
tain mines. The strike, however, makes it necessary for users 
to obtain coal where they can and stand necessarily higher 
transportation charges. Carriers are asking for permits for 
rates they would not think of establishing or maintaining during 
normal periods. Their chief aim is to keep industries on their 





Vol. XXX, No. 3 


lines in operation. It would avail them nothing to insist on 
class rates on unusual routing of coal if the resulting rates 
made the price for the coal higher than the industries knew 
they could pay. 

Northwestern senators—particularly Kellogg of Minnesota, 
Lenroot of Wisconsin, and Townsend of Michigan—have begun 
showing anxiety about the supply of coal for the northwest. 
They called at the White House July 10 to talk with the Presi- 
dent about the matter. In the northwest there has been talk 
of the necessity for the issuance, by the Commission, of priority 
orders under which coal for the northwest would be sent to the 
lake docks, as was done in the summer of 1920 to avoid the 
evil consequences of the congestion caused by the strike of 
the switchmen. Only a small amount of hard coal has gone 
up the lake since the opening of navigation this year and only 
about twenty per cent of the usual amount of soft coal. The 
usual movement of hard coal is 400,000 tons and of soft coal, 
from 23,000,000 to 27,000,000 tons. There is, however, no gen- 
eral congestion or shortage of cars on which the Commission 
could base priority orders. The Commission was criticized by 
mine operators for what it did in 1920. They contended that 
the upper lake region consumers were using the power granted 
the Commission to avoid the payment of the “spot” price for 
coal. 

The suggestion of priority orders now has evoked the ob- 
servation from mine operators and their representatives in 
Washington that the issuance of priority orders would not only 
be in violation of the spirit of the law, but would be equivalent 
to giving the northwest a preference in the market not war- 
ranted by conditions. Some coal was sent from the northwest 
to Chicago soon after the beginning of the strike, it is asserted. 
The mine operators did not like that unusual movement. If 
any serious effort were to be begun in behalf of priority orders 
fur the northwest, their inclination would be to fight such a 
plan to help that part of the country. 


COAL PRODUCTION REPORT 


A recurrence of traffic congestion on the railroads of south- 
eastern Kentucky and parts of West Virginia, coupled with 
observance of the Fourth of July, resulted in a drop in bitu- 
mious coal production in the week ending July 8, the fourteenth 
week of the coal miners’ strike, according to the Geological 
Survey. Production for the week was estimated at between 
3,500,000 and 4,000,000 tons, compared with 5,207,000 tons in 
the preceding week. In the corresponding week of 1921 bitu- 
mious mines produced 7,660,000 tons. In 1920, a year of active 
business, the output was 12,064,000 tons. Continuing the Survey 
said in part: 


The deficit between current production and consumption means a 
steady draft on consumers’ reserves. Just how rapidly stocks are 
diminishing cannot be stated accurately because the present rate of 
consumption is not known. From recent incomplete reports from rail- 
roads and public utilities, however, it is clear that the country is not 
yet bare of bituminous coal. 

The quantity of unbilled coal at the mines has now fallen to 
small proportions and continues to decline. In the week ended July 1 
the average daily number of unconsigned carloads of bituminous coal 
was 2,898, equivalent to 145,000 tons. This includes all the unbilled 
coal held by all carriers. 

The all-rail movement of anthracite through the gateways over 
the Hudson declined to 411 cars in the week ended July 1. This was 
but 40 cars more than in the week ended April 22, when the low mark 
during the present strike was reached. Shipments of bituminous coal 
through the six principal gateways decreased from 669 to 642 cars. In 
= to this, 20 cars of bituminous were forwarded through Rouse’s 

oint. 

Tidewater shipments through Hampton Roads increased somewhat 
during the last week in June. The total quantity handled over the 
three piers at that port was 471,617 net tons, against 436,797 in the 
week preceding. Of the total lumpings, 33,408 tons were exports and 
248,606 tons were consigned to New England destinations. The rate 
of shipment during the thirteenth week of the strike was practically 
100,000 tons more than in the last week before the strike. 


During the present season of navigation up to June 30, 4,562 
net tons of anthracite and 284,174 tons of bituminous coal, 
dumped over Lake Erie piers, had been received at Duluth- 
Superior harbor. The average quantity received during the cor- 
responding period in the past five years was 432,200 and 2,342,000 
tons of hard and soft coal respectively. 


COAL STOCKS 


The canvass of the coal stocks of electrical and artificial gas 
public utilities as of June .15 shows an average of 53 days’ sup- 
plies in hand, according to F. R. Wadleigh, chief of the newly 
organized coal division of the Department of Commerce. 

A great many utilities are receiving current supplies from 
non-union production and on the basis of their current encroach- 


ment on stocks it seems that their stocks would last about 12 
to 15 weeks, he said. 





ST. LOUIS, EL RENO & WESTERN CERTIFICATES 


Karl E. Humphrey, receiver of the St. Louis, El Rene & 
Western Railway Company, has applied to the Commission for 


authority to issue $20,198 of receivers’ certificates of indebted- 
ness. 


July 
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DALLAS, TEXAS 


Distribution and Warehousing 


The Inter-State Forwarding Company 


Package Cars to Mexico 


Package cars are operated daily out of Dallas to Laredo for 
Mexican points. Goods consigned in our care will reach this car. 
We Specialize on Distribution and Storage 
of Merchandise of All Kinds 
OUR SERVICE IS PROMPT. OUR RATES REASONABLE 


We maintain a rate bureau. Freight rates furnished 
upon application. Correspondence solicited. 











oy A warehouse with every modern facility and an organiza- 
tion trained in every detail to handle anything from a single 
package to the largest account. 

And these facilities, backed by this organization, are now 
prepared to handle your business in a manner which has 
already brought them some of the largest accounts in the 
country. 

If you are weary of warehouse troubles and distribution 
difficulties, send your next shipment to a ‘‘Better’’ ware- 
house and learn what. real satisfaction is. You'll be happy 
ever after. 





Detter Warehousemen 
e. € A T Ef Bs 





Direct Freight and Passenger Service From Gulf Ports to 


EXCHANGE RATES. || NAF XICO 
Now Favor Exportation of U.S. GOODS to CANADA 
nec inoamermcas cca | || Se 


sell goods. Our modern WAREHOUSING and 


DISTRIBUTION organization knows how to THE STEELE LINE 
help you. 


FROM NEW ORLEANS 


Connections throughout Canada SS SIGVALD—Semi-monthly sailings 


. A FROM GALVESTON, TEXAS CITY & BEAUMONT 
National Cartage and Warehousing Company, Ltd. SS OLGA S.—Semi-monthly sailings 
Veeuunsinee, asia THE STEELE STEAMSHIP LINE, Inc., Agents 
Offices:—630 Common St., The Steele Bidg., 19 Moore St., 
Chicago Representative—Burkharts Warehouse Service ew Orleans Galveston New York City 





INLAND MARINE CORPORATION 


Provides 


Low All-Water Freight Rates ; 
The New York State Barge Canal Route 


rom 


New York Harbor Points 














REGULAR SERVICES 
FREIGHT and PASSENGER 





Between 
NEW YORK MONTREAL PHILADELPHIA 
Gateper tt. pA ree Mich. Milwaukee, Wis. BALTIMORE a PORTLAND, ME. 
' Cleve » Ohio Duluth, Minn. St. Paul, Minn. -_ 
Chicago, III. Minneapolis, Minn. St. Louis, Mo. Quen town a, enrets ™ 
and LONDON MEDITERRANEAN HAVRE 
Points in the Same Rate Territories po a gel LAME TON ae 
COMPANY’S OFFICES ment. “4 


NEW YORK CITY, 15 Moore St Tel. Bowling Green 3516-9 
BUFFALO, N. Y., 522 Ellicott Tel. Seneca 8203 
MINNEAPOLIS, 20 Builders’ Exchange Tel. Atlantic 0596 


Import and Export Freight Shipments Solicited 
COMPANY’S OFFICES, Cunard Building. CHICAGO 
S. W. Cor. Dearborn and Randolph Sts. Telephone Central 2050 











GENERAL FREIGHT SERVICE ASSOCIATION 


(INCORPORATED) 
TRANSPORTATION AND TRAFFIC SPECIALISTS FOR SHIPPERS 


710-711-712 Laclede Gas Light Building 
Eleventh and Olive Sts., St. Louis, Mo. 
I. L. BURLINGAME, President 


J. F. ROACH, Manager Demurrage Dept. 
W. E. McGARRY, Vice-Pres. and Gen. Mgr. LONG DISTANCE TELEPHONE 'D. — 


ARTHUR E. HAID, 1 
J. C. RYAN, Traffic Manager BELL-OLIVE 7418 E. H. MARTIN, Balke Mihsesgne 


OUR STAFF OF EXPERTS ARE PREPARED TO HANDLE ANY OR ALL OF YOUR TRAFFIC PROBLEMS 


We furnish rates; routes; audit freight and demurrage accounts; file and collect claims for overcharges, 
loss or damage; handle cases of improper rate or classification items for adjustment; prepare and handle cases 
to conclusion before the Interstate Commerce Commission, State Public Service Commissions, or in any Court; 
trace lost or delayed shipments; furnish consultation service on engineering matters involving plant locations, 


proper track layout for economical operation; furnish analytical studies and reports on any matter in connection 
with your transportation problems. 


WRITE FOR DESCRIPTIVE CIRCULAR OF OUR COMPLETE SERVICE 
REFERENCE:—ST. LOUIS NATIONAL BANK, ST. LOUIS, MO. 
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Questions and Answers | 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with tra'fic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 

We do not desire to take the place of the tra‘fic man butto . 
ip him in his work. Persons desiring immediate answer by mail or 
wire or a more elaborate treatment of any question—by the citation of 
authorities in a legal opinion, for instance—may obtain this kind of 
private service by the payment of a reasonable fee. The right is re- 
served to refuse to answer in this department any question, legal or 
trai that it may appear to us unwise to answer or that involves a 

situa too complex for the kind of investigation herein contemplated. 

Address Questions and Answers Department, 
Traffic Bervice Corporation, Colorado Building, Washington, D. C. 


Le: ae ee ee a Fa 


Misrouting: In Absence of Joint Through Rate or Published 
Basis for Constructing Same, Carrier’s Agent Must Forward 
Shipment Via Cheapest Available Route Consistent With 
Shipper’s Routing Instructions, and Lowest Available Com- 
bination Must Apply. 


Alabama.—Question: Shipment of automobiles, carload from 
Freeport, Illinois to Birmingham, Alabama, was tendered to car- 
rier unrouted. Freight was assessed on the basis of combination 
on the Ohio River. There was at the time of the movement a 
rate in effect to all river crossings, one of which crossings is 
Jeffersonville, Ind. From Jeffersonville to Louisville, Ky., there 
is a rate carried in the switching tariff of the L. & N. Railroad, 
and from Louisville to Water Works, Ky., the same issue car- 
ries a switcthing rate of $7.50 per car, regardless of weight, 
while there is a rate carried between Birmingham, Ala., and 
Water Works, Ky., which is considerably lower than the rate 
from Jeffersonville and other crossings. Why is not the basis 
outlined above the legally applicable rate in the absence of any 
through published rate? 

Answer: Conference Ruling 214 (c) provides that, in the 
absence of routing instructions by the shipper, the carrier’s 
agent must forward shipment via cheapest available route, etc. 
Rule 5 (b), Interstate Commerce Commission’s Tariff Circular 
18-A provides that a carrier may provide in its tariffs that, in 
the absence of a specific rate from origin to destination of a 
through shipment, combination rate to or via certain points 
will be made upon specified basing points, or by using «ertain 
specified tariffs or rates, and that combination rate so specified 
will be the lawful rate for that shipment. From this rule we 
derive the application of proportional tariffs and proportional 
rates. These are published: to apply to certain basing points 
when shipments are consigned to points beyond to which no 
joint through rates are published. 

In various decisions the Commission has held that a pro- 
portional rate is merely a portion of a through rate. Therefore 
if there is a proportional rate from Freeport, Ill., to all of the var- 
ious Ohio River crossings, on shipments consigned to Birming- 
ham, Ala., the Ohio River combination must be used if the shipper 
forwards shipment in such manner as wil cause it to move through 
either of these basing points. If there is no proportional rate 
published to apply from the Ohio River to Birmingham on a 
shipment routed through Jeffersonville and Louisville and Water 
Works, Ky., it is proper to apply the two factors constituting 
the charge from Louisville to Birmingham, if they produce a 
lower aggregate charge than the specific through rate from 
Louisville to Birmingham. If the shipment was unrouted at 
point of origin, it was the carrier’s duty to so forward shipment 
as would produce this lower charge. 

It should be borne in mind, however, that if the switching 
rate from Jeffersonville to Louisville constitutes one of the fac- 
tors of the lower charge in question, and if a proportional rate 
from Freeport to Louisville is available, we cannot use that 
switching rate. If there is no proportional rate to Louisville, we 
know of no reason why the proportional rate to Jeffersonville, 
the switching rate thence to Louisville, the switching rate thence 
to Water Works and the local rate thence to Birmingham, should 
not be used if they produce a lower charge than by using the 
proportional to Jeffersonville and the L. & N. local from Jef- 
fersonville to Birmingham. 

Rule 5 (c), Tariff Circular 18-A, provides that if no specific 
rate from point of origin to destination of a through shipment 
is provided, and no specific manner of constructing combination 
rate for it is prescribed, the lowest combination of rates ap- 
plicable via the route over which the shipment moves is the 
lawful rate for that shipment. 


Rate in Effect Date Shipment Received for Transportation Con- 
trols Shipment to Final Destination 


Virginia—Question: There is a large manufacturing plant 
located on “A” Railroad, which loads trap cars and switches to 
“B” Railroad for distribution. The “A” Railroad performs only 
the switching service and “B” gets the revenue haul on these 
L. C. L. shipments. 

On June 30 this concern loads a car and same is placed at 
transfer platform of “B” Railroad and forwarded on July 1. The 











Vol. XXX, No. 3 


rates decrease on July 1.° Which rates “shouldbe ‘applied on 
these shipments, those of June 30 or July 1? One contends the 
shipment is in transit on June 30, even though it has not 
reached the railroad that gets the revenue haul. Another con- 
tends that the trap car is loaded for the convenience of the 
railroad that gets the revenue haul and decreased rates of July 
1 should apply. 

Answer: Conference Ruling 172 covers a case where bills 
of lading were issued on December 29, 1908. The shipments 
moved January 1, 1909, on which date a lower rate went into 
effect. Instead of holding that the date of the billing or the 
date of movement determines the rate to apply, the Commission 
lays down the rule, for future guidance, that the rate in effect 
when the goods were received for transportation will apply. 
When a shipment is received for transportation is a question 
of fact, not determinable conclusively by the date of the billing 
or the date of movement. 

It is our view that, if the bill of lading is issued before the 
shipment is made, this being prima facie evidence of receipt 
of the goods by the carrier, the date of billing will, if uncon- 
troverted by proper evidence, determine the rate to use; that 
if the goods are physically taken by the carrier into its pos- 
session, with full knowledge as to routing and destination, so 
that their transportation may be begun without further action 
on the part of the shipper, the date such possession was taken 
will determine the applicable rate, regardless of the date of 
the billing. 

In your case, we understand the goods were marked with 
full directions as to shipping, before being loaded into the trap 
car, and that they were transferred to regular merchandise 
cars, according to their marks, at the carrier’s outbound plat- 
form, and bills of lading issued later. If this is a fact, the 
goods were in the course of transportation from the moment 
the carrier’s switch engine completed its coupling to the trap 
car, for at that time its possession was complete and the date 
thereof, according to our view, will determine what rate to 
apply. 

Misrouting—Failure of Carrier to Comply with Routing Instruc- 
tions Involving Water Port-to-Port Rates—Not Violation of 
the Act 


North Carolina.—Question: On June 3, 1921, one of the 
mills I represent shipped eight bales of cotton piece goods to 
San Francisco, Calif. They issued a bill of lading showing 
routing via United American Line—Pier 6, Bush Terminal, 
South Brooklyn, N.Y. The shipment was properly billed, al- 
though the initial line now states that bill of lading became sep- 
arated from waybill. As there was no routing shown on the 
bales, the agent checking over shipment billed same all-rail to 
San Francisco. 

The consignees claim that rate of 85 cents to New York 
and $1.15 from New York to San Francisco, is the correct rate 
and demand a refund of $46.19 overcharge. The shipment 
moved on all-rail rate of $3.78% per cwt. The line forwarding 
the shipment on astray billing disclaims any liability, but the 
shippers insist on payment of the claim. 

Will you kindly advise as to liability of the railroads? 
They claim no liability because of the failure of shippers to 
stencil the routing on the bales, contending further that shippers 
had no right to mark the bales “Frisco,” but should have shown 
South Brooklyn as first destination, with San Francisco as final 
destination. 

Answer: Under the provisions of section 15, paragraph 8, 
of the interstate commerce act, the shipper has the right to 
designate the route via which his shipments shall move, and the 
same law imposes upon the carriers the duty of complying with 
these instructions. This right of a shipper to select his routing 
and the carrier’s duty to observe the same, so far as the act is 
concerned, and so far as the shipper is given a right of action 
for damages before the Commission, however, are contingent on 
there being “two or more through routes and through rates 
which shall have been established as in this act provided.” 

Therefore, in order to place a duty, under this statute, upon 
the carrier to comply with the shipper’s routing instructions, 
when the same include a movement by water, the rail-and-water 
route and rate must have been established by publication and 
filing with the Interstate Commerce Commission, as provided 
in section 6 of the Act. 


We do not understand that the rate on this shipment for 
the movement by water has been filed with the Commission, 
and for this reason your only recourse for the initial line’s 
violation of its contract to transport the shipment to Brooklyn 
and make delivery to the steamship line at that point is in al 
action in court. Fred De Bary & Company vs. L. W. Railroad, 
18 I. C. C. 527. 


Demurrage and Switching Charges on Cars Furnished Under 
“Two Cars Furnished in Lieu of One Ordered” Rule 


New York.—Question: I ordered from agent of railroad 
company, in compliance with rules, three 45-foot cars for the 
loading of machinery. Said railroad company being unable t0 
furnish cars ordered placed four 36-foot cars and one 40-foot 
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“Ship a Water” 


PROMPT, REGULAR SERVICE VIA 


WILLIAMS LINE 


Los Angeles Harbor, San Francisco, 
Portland, Seattle and Tacoma 


New Vick, Bele 
Norfolk, Philadelphia 


a bills of lading issued t 
San Diego, Oakland, Stockton, and nh Calif.; 
Hawaiian and Far East Points; Astoria, Ore.; Grays Harbor 


and Puget Sound Ports, Wash.; ; Vancouver and Victoria, B.C. 
For rates, Dates of Sailing and other inlleaeien apply to 


WILLIAMS STEAMSHIP CO., Inc. 


Moore and Water Streets, New York Telephone, Bowling Green 7394 


Baltimore, Md. Philadelphia, Pa. ‘Pittsburgh, Pa. © Cleveland, Ohio 
39 South St. Drexel Bldg. Oliver Bidg. Marshall Bid g- 
And at our Branch Offices at ports of call, etc. 


NAWSCO LINES 


recur INTERCOASTAL | service 


PORTLAND NEW YORK 
BOSTON BALTIMORE 
PHILADELPHIA 


and 


LOS ANGELES 
SAN DIEGO 
SAN FRANCISCO SEATTLE 
OAKLAND TACOMA 
VANCOUVER 


NORTH ATLANTIC AND WESTERN S.S. 60. 


Owners and Operators, U. S. Shipping Board Ships 
BOSTON: 111 Summer St. 


NEW YORK: 11 Moore St. BALTIMORE: American Bldg. 
PHILADELPHIA: 136 So. 4thSt. | PITTSBURGH: 601 Bessemer Bldg. 
PORTLAND: 36 Exchange St. CHICAGO: 112 W. Adams St. 


o ADMIRAL LINE Pacific Coast Ports 


PORTLAND 
ASTORIA 
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NEW YORK-LOS ANGELES-SAN FRANCISCO 


DI RECT SERVI CE 
via PANAMA CANAL 


WEST COAST CENTRAL AMERICA, MEXICO 
Calling at Norfolk, Va.; Corinto, Nicara » La Libertad, Salvador; 
San Jose de Guatemala and Manzanillo (Havana, Eastbound ) 


S.S. ECUADOR sails from New York July 28th 
S.S. VENEZUELA sails from San Francisco July 29th 


Sailings about every 17 days thereafter 
All New York Sailings from Pier 45, North River (near Christopher Street) 
PANAMA SERVICE 
Between San Francisco, Los Angeles, Mexico, Central America and Canal Zene. 
S.S. NEWPORT sails from San Francisco July 20th 
and Sailings about every 22 days thereafter 


PACIFIC MAIL S. S. COMPANY 
10 Hanover Square, New York 508 California St., San Francisco 
503 So. Spring St., Alexandria Hotel, Los Angeles 


“The Sunshine Belt to the Orient” 


TRANS-PACIFIC SERVICE 
San Franciseo H lull ron ha: Kobe, 
to Honolulu, Saaee ~ Shanghai, 
and — Seilings by New and Luxurious U. S. 
stan dines Mons 


§.5. President LI Lincoln (user) salls July 22 
§.5, President Cleveland (-c.crs:..-)Sails Aug. 12 
§.8, President Wilson (-cascsz.) Sails Sept. 2 


and approximately every 21 days thereafter. 
Threagh bille of lading issued to and from points beyond ports ef call 
Per rates and other information apply to any railroad or tourist agency, er te 


PACIFIC — een co. 
508 mee St., San Franc 0 Hanover Square, N. Y. 
3 So. Spring St., _  —_— Hotel, ~— Angeles 


etekiiainn Agents: U. S. SHIPPING BOARD 


The Steele Line 
Pacific—Caribbean— 


Gulf Service 


DIRECT SERVICE 
BETWEEN 
NEW ORLEANS 
GALVESTON 
HOUSTON 
MOBILE 


AND 
San Diego, Los Angeles Harbor, San Francisco, 
Portland, Tacoma, Seattie and other Pacific 
Coast Ports via Panama Canal 
SS “‘COVENA” From the Gulf, a July 


SS “‘REDONDO” ‘“ iddle July 
Al Steamer 5-2 ‘* Late July 
SS “AGWIDALE” From the Pacific Coast, rang August 
SS “ELDORADO” 1st half August 
SS ‘“REDONDO” be 6é 6eé “ec 2nd half August 
Rates quoted, bookings and ee information furnished upoa 
applic 


THE STEELE STEAMSHIP LINE, Incorporated 


GENERAL GULF AGENTS 
630 Common St., New Orleans, La. 
SWAYNE & HOYT, Ine. 19 Moore St. 
430 Sansome St New York Cit 


Secele Bide. 
Galveston, Texas ° y 
San Francisco, Calif. 
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car, making a total of five cars. Our plant being located on 
the siding of an electric road, cars coming from other roads 
are subject to a switching charge of $11.00 per car. Therefore, 
the result of this case was that we were made to pay switching 
charges on five cars, whereas if our order for cars had been 
complied with, we would only have had switching charges on 
three cars, which, as you will note, necessitated our paying 
$22.00 additional switching charges. 

Will you advise if originating line is not responsible to us 
for this amount? 

Answer: In W. O. Kay Company vs. D. & R. G., 21 I. C. C. 
239, a through rate and a through maximum weight for carload 
shipments of wheat, to points in the D. & R. G. road when 
routed via Durango, Colo. were in controversy. The shipment 
loaded in one car, was transferred at Durango into two smaller 
cars on account of the D. & R. G. line from Durango being 
narrow gauge. Demurrage and switching charges were assessed 
on each car at destination. The Commission held that charges 
on one car only should be assessed. 

In Milwaukee Falls Chair Company vs. C. M. & St. P., 16 
I. C. C. 217, complainant had ordered a fifty-foot car. Being 
unable to furnish this size of car, the carrier supplied him with 
two smaller cars. Minimum weight and switching charges were 
assessed on each car, but the carrier was willing, under the 
provisions of its switching tariff, to absorb the switching charge 
on only one car. The Commission held that only one minimum 
weight should be assessed and that the carrier should absorb 
the switching charge on both cars, stating that when the car- 
rier provides a two-car rule for a one-car rate, the incidental 
charges applicable to the one-car shipment must apply. 

In view of these rulings, switching charges on only the 
number of cars ordered chould have been assessed, and the 
remainder of the charge actually assessed should be refunded 
as a straight overcharge by the line with whom the order was 
placed. 

Undercharges—State Satute of Limitation 


Missouri.—Question: We are presented with a balance due 
bill covering L. C. L. shipment forwarded from Detroit, Mich., 
on August 4, 1917, destined to a point in Illinois. The shipment 
was received and freight paid on August 11, 1917. 

Will you kindly advise what the statute of limitation is in 
the State of Illinois, so that we will know if the undercharge 
is legally due. 

Answer: In accordance with Hubbel’s Legal Directory a 
suit for an undercharge must be filed by a carrier within five 
years from the time the cause of action accures. 


Reconsignment of Order-Notify Shipments 


Ohio.—Question: Referring to your answer to Massachu- 
setts, page 1440, June 24 issue of the Traffic World relative to 
reconsignment of order notify shipment, second paragraph of 
question of Massachusetts indicating that “Rules and charges 
governing the diversion and reconsignment of carload freight” 
contain certain provisions. 

Kindly advise to whom application should be made for 

copy of “Rules and Charges Governing Diversion and Recon- 
signment of Carload Freight” as we have been unable to locate 
such a publication. We have in our files tariffs issued by the 
various railroads governing diversion and reconsignment of car- 
Joad freight on their line, but none of these publications refer 
to reconsignment of order notify shipments. 
Answer: While, as we stated in our answer, in the case 
referred to therein, the Commission said that the carriers tariffs 
should be amended in accordance with its findings in the case 
with reference to the surrender of order notify bills of lading, 
no change, so far as we are aware, has been made in the re- 
consigning tariffs. Under the heading of “Conditions” the fol- 
lowing rule is carried at the present time: 

“On straight shipments the original bill of Jading should be 
surrendered or other proof of ownership established. On ship- 
ments consigned “to order,” original bill of lading should be 
surrendered for endorsement or exchange or in its absence 
satisfactory bond of indemnity executed in lieu thereof, or 
other approved security given at the time the diversion or 
reconsignment order is placed.” 

Overcharge—Time Within Which Claim Covering Shipment 

Moving During Federal Control May be Filed With Inter- 

state Commerce Commission 


Missouri.—Question: On September 20, 1919, we made a 
shipment to San Francisco for export. It now develops that 
the shipment was overcharged. Kindly advise the time limit in 
which we may file claim. 

Answer: Under a recent amendment to the trasnportation 
act, 1920, a claim for a straight overcharge on a shipment which 
moved during that period of federal control may be filed with 
the Interstate Commerce Commission prior to September 1, 1922. 
The Commission, after registering the claim, will return it to 
you for handling with the carrier direct. If you are unable 
to secure a settlement from the carrier you can again handle 
it with the Commission, who will endeavor to secure a settle- 
ment for you on its informal docket. If this is not possible, 
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you may then file a formal..complaint,..provided..you..file..ihis 
complaint within six months after you are advised by the Con. 
mission that the matter cannot be handled to a conclusion op 
the informal docket. 


Undercharges—Time Within Which Suit May be Filed by Carrie; 


New York.—Question: Section 16, paragraph 3 of the Ip. 
terstate commerce act as amended, provides that all actions 
at law by carriers for the recovery of their charges shall be 
begun within three years from the time the cause of action 
accrues. Does this bar the collection of otherwise lawful charges 
for shipments which moved more than three years ago? 

Answer: Prior to the time the provision in question was 
incorporated in the Interstate Commerce Act, namely, February 
28, 1920, the statute of limitation of the several states governeg 
the time within which a suit for the collection of freight charges 
might be begun. 

As usually construed a provision such at that referred to 
is to be given a prospective and not a retroactive application 
and, therefore, in our opinion, a suit may be brought by 4 
carrier for the collection of all or any part of its lawful charges 
at any time within the periods of limitation of the state statutes, 
but not later than three years from February 28, 1920. 


Limitation of Liability by Carriers by Water Under Uniform 
Bill of Lading 


Ohio.—Question: Kindly let us have your opinion as the 
matter of liability or risk assumed by water carriers in con- 
nection with shipments from inland points, rail movement to 
seaboard points, thence for movement via coastwise steamers 
to destination within the United States. 

Heretofore carriers by water issued ocean bill of lading 
for movement from port of exit to port of delivery upon pre. 
sentation of the inland rail bill of lading, but I understand that 
this practice has been discontinued and that they are now 
moving material through on the inland rail bill of lading and 
the question therefore arises—does the ocean carrier, in accept- 
ing the rail bill of lading, assume all responsibility and risk 
for carriage by water the same as is attendant upon the rail 
carriers, viz, that of insurer of goods for safe carriage; or does 
the ocean carriers responsibility, in view even of using the rail 
bill of lading, mean the ordinary risk of water transportation? 
If the water carriers’ responsibility is the same as the rail 
carriers’ in view of their using the rail bill of lading, is it 
necessary to take out insurance for the movement via water. 

Answer: Section 9, paragraph A, of the Uniform Bill of 
lading, as prescribed by Commission in its opinion in Docket 
4844, 64 I. C. C. 357, reads as follows: 

If all or any part of said property is carried by water over any 
part of said route, such water carriage shall be performed subject 
to all the terms and provisions of, and all the exemptions from liability 
contained in the Act of the Congress of the United States, approved 
on February 13, 1892, and entitled ‘“‘An Act relating to the navigation 
of vessels, etc.’’ and of other statutes of the United States according 
earriers by water the protection of limited liability, and to the con- 
ditions contained in this bill of lading not inconsistent therewith or 
with this section. 

This section of the bill of lading, you will observe, makes 
provision for the limitation of liability accorded ocean carriers 
by the existing law. 

Liability of Sleeping Car Company 

New Jersey.—Question: Kindly give your opinion on the 
following subject: A person entering a pullman car at Point 
“A” for Point “C,” approximate mileage 400 miles, Point “B” 
intermediate to Points “A” and “C,” during the trip from Point 
“A” to “B” the occupant of the lower berth in the middle of 
the car left the berth and went to the wash room. The only 
person that saw him leave the berth was the pullman porter. 
Just before the pullman reached Point “B” the occupant of the 
lower berth found out that he had been robbed of money, watch 
and stick pin, which was placed in a piece of clothing in the 
bolster with the end of the bolster toward the window. Upon 
questioning the porter he denied knowing anything about it. 

Detectives were placed on the train at Point “B” and all 
parties were searched on leaving the car at Point “C.” Just 
as the party who had been robbed was leaving the car at Point 
“C” the pullman porter found the articles of clothing, watch 
and stick pin under the berth nearest the door, which was good 
evidence that this porter knew something about the removal 
of the clothing, money, watch and stick pin from the berth it 
the middle of the car. Just as soon as he found out that the 
detectives were on the train and other detectives coming on the 
train at Point “C” he found the clothing, stick pin and watch 
because he knew that it would be found by the detectives. 

The question I am trying to drive at is:—Is the Pullman 
Company responsible for the acts of their employees if it cal 
be proven that they tampered with the personal property of 
the occupant of the car? 

Answer: By the weight of authority a sleeping car com 
pany does not undertake to maintain a place where accommod- 
ation is furnished for the safety of its patrons’ property as a2 
innkeeper does, and therefore it does not assume the exception! 
liability for goods which the law imposes on common carriers 
of goods or innkeepers by reason of engaging in those public 
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callings wherefore a sleeping car company is not an insurer 
of the safety of a pasenger’s property, luggage and effects, 
but is liable only for injuries or loss due to its negligence. 

However, without reference to the law regulating the liability 
of a sleeping car company for the loss of a passenger’s property 
through its negligence, the company is liable for a loss of such 
property through thefts of its employee, unless the money or 
property stolen is not such as the passenger is entitled to take 
in the car with him as baggage. 


Incidental Damages 


Oklahoma.—Question. Please refer to your adition of June 
10th in the Question and Answer column, Incidental Damages, 
from Oklahoma, on page 1289 thereof. This question was not 
clearly stated and we are again asking for your opinion. 

A car of apples shipped from California to Oklahoma was in 
transit twenty days. The schedule was nine days. The delay 
in this case was eleven days. The apples arrived in bad con- 
dition, shrivelled and rotting. They could not be sold in the 
condition they were to advantage. Therefore it was necessary 
to recondition the car. It required five days to assort and 
repack the apples. By reconditioning, there was a greater sal- 
vage derived than there could have been by selling the car 
in its entirety on arrival. In fact, it could not have been sold 
in this condition as there were no buyers for apples in this 
condition. Now, we have filed claim against the carrier cover- 
ing the loss and they contend that the five days required to 
recondition the apples is a delay that contributes to the damage 
the same as the delay the car suffered while in transit and 
refuse to make settlement only on basis of charging the five 
days used in reconditioning to the consignee. 

To make this plain, we will give you another instance. A 
car of grapes from California to Oklahoma was delayed eight 
days during which time the car was without ice. The carrier 
does not deny the mishandling and offers settlement on basis 
of the eight days delay chargeable to the carrier and six days 
required to handle the car at destination. The car on arrival 
was offered for $500.00. In fact, it was sold for this amount 
and the buyer, after entering the car and removing a few crates, 
refused to take the car as the damage was greater than he 
first thought. Every effort was then made to sell the car in 
the condition it was. However, we were unable to secure what 
we considered a fair offer. Being unable to do this, we sold 
the car in small amounts and broken lots and grossed in the 
sale $1100. We contend that although we were six days hand- 
ling the car, it was done for the benefit of the carrier and there 
was more money actually received than if the car had been sold 
on arrival as is. However, the carrier flatly refuses to consider 
this 

Answer: As to the first instance, whether or not your efforts 
to reclaim the apples by assorting and repacking them redounded 
to the benefit of the carrier, in that a sale of the goods was 
thereby made possible or that an increased price over that 
which could have been secured from the sale of the goods in 
the condition in which received, as well as the question of 
whether the goods were further damaged during the time taken 
for assorting and packing are questions of fact and thereby 
matters of judgment. 

If the reconditioning resulted in an increased sale price 
for the apples, the cost thereof should be born by the carrier, 
provided the price received exceeded the price which would have 
been received from the sale of the apples in the condition in 
which received by at least the cost of reconditioning, but, on the 
other hand, if the time spent in reconditioning the apples, 
resulted in greater damages to them than the efforts to recon- 
dition warranted, as the carrier is evidently contending, then, 
the carrier is rightly insisting upon charging this delay to 
you. As stated above, these are questions of fact which can 
only be decided by a jury in the event that you and the carrier 
cannot agree upon the proper basis for the settlement of your 
claim. 

As to the car of grapes, it seems apparent to us that it 
was handled by you to the best advantage and that the carrier 
is therefore liable for the difference between the amount which 
was received from the sale thereof and the market value at the 
time the grapes should have reached dstination. 

Liability of Carrier—Unauthorized Inspection of Goods by Con- 

Signee in Carrier’s Warehouse 

Louisiana.—Question: In your answer to Kansas on page 
618 of your issue of March 18, 1922, you say “It might be, if 
the carrier is sued for breach of its contract not to allow in- 
spection, that damages resulting from the rejection of the goods 
could be recovered.” 

We have a similar case, but the question is not whether 
carriers may be held liable for damage resulting from breach 


of contract, but whether said damages resulted from breach of 
contract. 


The facts are as follows: 

A ships a car of flour consigned to S/O notify B, nothing 
being said about allowing inspection. The laws of this state do 
not require carriers to allow inspection and, had consignee ap- 
plied for permission to inspect, it would have been refused. 
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Flour was unloaded into our warehouse, awaiting surrender of 
bill of lading, consignee being notified in usual manner. Con- 
signee had several other shipments of flour in this same ware- 
house on which inspection was allowed, and, while inspecting 
and hauling these shipments, he secured a sample of this ship- 
ment without our knowledge or consent. In so doing, con- 
signee thought he was within his rights, as he had bought this 
particular flour with the privilege of inspecting, in fact he never 
buys flour on any other terms. 

After taking sample, it was put through the usual test and 
found not to be up to sample. They immediately notified ship- 
pers’ agent that they could not accept. The flour was later sold 
by shipper’s agent under the contract price and shippers filed 
claim against carriers for the difference. We then called on 
consignee for explanation as to why he inspected flour without 
our permission, and he produced carbon copy of his contract, 
signed by himself and shipper’s agent, which carried the clause 
“Equal to sample furnished B. Allow inspection.” They further 
stated that they would under no circumstances have accepted 
car without inspection. 

Shippers do not deny that their contract carried above 
clause, but say “We do not allow inspection on all of our cars 
regardless of what our contract calls for. It was our intention 
to have B ask for this inspection.” What their idea was, or 
what possible effect this would have on consignees acceptance, 
or refusal of shipment, they do not divulge, but consignee states 
positively that he would not have accepted car under any cir- 
cumstances as the flour was not equal to sample. 

Claim is made up of following factors: Storage charges, 
while flour was being held awaiting sale, extra handling, differ- 
ence in sale price and original contract price (it is not shown 
whether this item represents decline in market or quality), and 
interest charged by bank as interest on draft. 

We are willing to pay for any damage that may have been 
caused by our breach of contract, but cannot see how our action 
contributed in any way to shipper’s loss. 

Answer: Upon the facts as stated by you it is our opinion 
that the carrier is not liable in damages to the shipper, for it 
seems apparent that the carrier did not authorize the inspection 
by the consignee of the shipment which was rejected, but tha, 
on the contrary, it was made without its knowledge or consent. 
See Yuillo-Muller Co. vs. Chicago, etc., R. Co., 128 N. W. 1099, 
which while not directly in point is analogous in principle. 

Furthermore, under the terms of the contract it appears 
that the consignee was entitled to inspect the goods and there- 
fore the inspection, even if it can be considered as authorized 
by the carrier because of not having been prevented by closer 
supervision of its premises, does not, in our opinion, constitute 
a cause of action against the carrier. 


Rate in Effect On Receipt of Shipment Is the Lawful Rate 

New York.—Question: A shipment was forwarded on June 
30th, bill of lading dated June 30th, goods arrived at New York, 
which is the point of destination on July 1st. Do we get the 
benefit of the 10 per cent reduction effective July 1st? Please 
give us authority for your answer. 

Answer: In Conference Ruling 172 the Commission holds 
that the rate in effect on the date the carrier receives property 
for transportation is the lawful rate and not that in effect on 
the date the shipment moves. 

Under this ruling the rate in effect June 30th, presumably 
the date on which the shipment was delivered to the carrier 
for transportation, is the rate to apply on the shipment in 
question. 

Liability of Carrier for Loss of or Damage to Goods in Cars 

Awaiting Removal From Industry Tracks 


New York.—Question. We have had several cases where 
carload shipments have been apparently pilfered while on our 
siding awaiting removal by the railroad company. The railroad 
records show that when these cars reached their main track 
there was one seal missing and evidence of pilferage. They 
have refused our claims on the basis that their responsibility 
does not begin until their engine is attached to a car on 4 
private siding. { 

Will you kindly advise if they have any foundation in laW 
for such a stand? We have no side-track agreement with the 
railroad in question and it is only within the last two months 
that they have refused claims on this basis. 

Answer: Paragraph 4 Section 4 of the uniform bill of 
lading, which was in use prior to the recent revision of the 
bill of lading in accordance with the Commission’s decision in 
Docket 4844, 64 I. C. C. 257, provided that property received oF 
delivered on private or other sidings, wharfs, or landings, should 
be at owner’s risk until the cars were attached to or after they 
were detached from trains. 

Under this provision of the bill of lading it has been held 
in several cases that a carrier is not liable for loss or damage 
to the goods until the cars are attached to a train. See Beres 
vs. Erie R. Co., 163 N. Y. S. 114; Chickasaw Cooperage C0. 
vs. Y. & M. V., 215 S. E. 897; Standard Combed Thread Co. V5. 
Pa. Co., 95 A. 1062. 

The above referred to portion of this clause of the bill of 
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Gulf and Ship Island 
RAILROAD 


Route Between 


The SOUTHWEST 
and SOUTHEAST 


The GULF AND SHIP ISLAND RAIL- 
ROAD, as shown by the accompanying map, 
forms a link between the ALABAMA AND 
VICKSBURG RAILWAY and THE LOUIS- 
VILLE AND NASHVILLE RAILWAY, for 
a broader use of the old established VICKS- 
BURG gateway in the movement of traffic 
between the Southwest and Southeast. 








A dependable fast through freight service is 
maintained in both directions. 





A TELEGRAPHIC RECORD of through 
traffic routed via the Gulf and Ship Island is 
furnished shippers and consignees. 






H. H. SCHUTT, General Agent 
Porter Building, Memphis, Tenn. 


W. P. WITHERS, General Agent 
Great Southern Life Bldg., Dallas, Texas 


W. H. L. NELMS, General Agent 
Moore Building, Atlanta, Ga. 
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B. R. C. 


The Belt Railway Company of Chicago has 
served the public and the railroads terminating 
at Chicago continuously for practically forty 
years. 


During this long period it has constantly in- 
creased its capacity and added to its equipment 
and facilities, keeping pace with the growth of 
tonnage through the Chicago gateway and the 
industrial development in the territory it 
serves. 


During the period of Federal Control of the 
railroads, and as a war measure, certain lines 
of business were diverted from the B. R. C. 
and its rails devoted largely to handling the 
abnormal volume of Chicago local shipments 
and as a reserve outlet to relieve congestion on 
other intermediate lines. 


In connection with this general policy all per- 
ishable shipments requiring icing in transit 
were diverted and the icing facilities of the 
B. R. C. dismantled. 


With the conclusion of war-time activities 
and the :ireturn of the railroads to private 
operation, traffic has gradually returned to its 
natural channels under operating conditions 
incident to individual control. 


In order to fully serve its patrons and to be 
in position to properly protect all classes of 
traffic, the B. R. C. considered it necessary to 
re-establish facilities for handling perishable 
shipments and have put into operation at 
Clearing a modern icing plant. (See announce- 
ment, Traffic World, June 17th.) 


The B. R. C. was the first intermediate belt 
railway constructed in the Chicago District, 
and has constantly striven to be FIRST, not 
only in point of time, but in the character of 
service rendered. 


If you are unacquainted with our service 
may we not have an opportunity of showing 
you our goods? Simply indicate on your 
routing instructions “VIA B. R. C.”—we will do 
the rest. 


GEO. J. SHREEVE 


General Superintendent 


FRANK A. SPINK 
Traffic Manager 
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lading has been eliminated and the clause now applies only to 
receipts or deliveries at non-agency stations. 
We know of no decisions which pass upon the extent of 
the carriers liability since the modification of the bill of lading. 
In this connection see our answer to New York on page 618 
of the March 18, 1922 Traffic World under the caption “Liability 
of Carrier for Loss or Damage After Delivery of Car on Indus- 
try Track.” 
State vs. Interstate Traffic 


California. —Question: We are making carload shipments 
from interior California points to San Francisco, at which port 
they are loaded on intercoastal steamers for New York. In the 
carrier’s local California tariff, which is not filed with the Inter- 
state Commerce Commission, there is an available combination 
which makes a lower rate than the rate filed with the Inter- 
state Commerce Commission, which happens to be a class rate. 
Assuming that the shipment is from San Francisco via Lucken- 
bach Steamship Company, shipment would be consigned to our- 
selves at San Francisco care of the Luckenbach Steamship Com- 
pany, Steamer “K. I. Luckenbach” pier 39. The charges have 
in the past been advanced by the Steamship Company. This 
practice we are discontinuing and will pay the charges at San 
Francisco. 

Will you kindly advise whether there is any ruling or court 
decision that prohibits the use of the interstate rate to the port 
in connection with the intercoastal movement, such as described 
above. If so, will you kindly give me reference to this decision. 
Would it permit the application of the intrastate rate if the 
shipment were consigned to ourselves at the pier without men- 
tioning the steamship company? 

Answer: Under the decisions of both the Interstate Com- 
merce Commission and the courts it is unlawful for shippers 
to bill shipments to a port in one state and then rebill such 
shipments to another point in another state for the sole purpose 
of defeating the lawfully published interstate rate. Kanotex 
Case, 34 I. C. C. 27, and 46 I. C. C. 495; T. & N. O. R. R. Co. 
vs. Sabine Tram Co., 227 U. S. 111. Likewise where it is the 
intention, at the time the shipment leaves point of origin, to 
rebill a shipment at the port of export to a foreign destination, 
the interstate, and not the intrastate rate must be applied for 
the haul to the port. 

Goods are in interstate, and necessarily as well in foreign, 
commerce when they have “actually started in the course of 
transportation to another state, or are delivered to a carrier for 
transportation.” S. P. Terminal Co. vs. I. C. C., 219 U. S. 498. 
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J. L. Bennett has been appointed commercial agent of the 
Rock Island at Minneapolis to succeed C. H. Bacon, retired. 

W. H. Biggar, vice president and general counsel of the 
Grand Trunk, died July 9. 

H. E. Shepard has been appointed commercial agent of the 
Atlantic Coast Line at Jacksonville, Florida. 

R. E. Arnold has been appointed soliciting freight agent of 
the Merchants and Miners Transportation Company at Provi- 
dence, R. I. 

W. P. Coleman has been appointed contracting freight agent 
of the Central-Savannah Line at Denver, to succeed R. W. 
Browder, resigned to accept service elsewhere. 

The Chamber of Commerce of El Paso, Texas, has em- 
ployed Charles A. Bland as general traffic manager. Mr. Bland 
was with the Beaumont Chamber of Commerce. 

Geo. W. Koonce is appointed division freight agent of the 
Pennsylvania at Canton, Ohio, vice J. D. Lippincott, who died. 

William H. Latham who has been with I. W. Preetorious, 
traffic manager of the Mid-West Box Company, has resigned his 
position effective July 15, to become associated with the traffic 
department of the Rome Wire Company, at Rome, N. Y. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of New York has arranged for a special 
meeting July 25 to decide on perfecting a lease for permanent 
club quarters at the Waldorf Astoria Hotel. 





The Traffic Club of Chicago had an outing at Olympia 
Fields Country Club, July 14. 





The Traffic Club of Oklahoma City June 19 held its last 


meeting of the season with an entertainment on the Skirvin 
Roof Garden. 





The Traffic Club of Augusta, Ga., has been formally organ- 
ized. E. W. Matthews, traffic manager of the Riverside Mills, 
was elected president, and R. B. Arthur, commercial agent, 
Southern Railway Company, was elected secretary. Election of 
the other officers was deferred pending receipt of a report from 
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the committee on organization, headed by H. H. Stafford, 
president of the Georgia-Carolina Brick Company. G. E. Bou. 
lineau, of Atlantic, addressed the meeting briefly, pointing out the 
benefits of traffic club work, and particularly the desirability of 
affiliating with the Associated Traffic Clubs of America. 





In the July 8 number of the Traffic World there was an item 
in this column with respect to the annual outing of the Rochester 
Chamber of Commerce. It was the Traffic Council of the 
Rochester Chamber of Commerce that was meant. 





The Traffic Club of Atlanta had an outing July 2 to 4 o 
St. Simons Island, off Brunswick, Ga. 





Theodore Bell, San Francisco attorney, was the principal 
speaker at the meeting of the Pacific Traffic Association, Tues. 
day evening, July 11, at the San Francisco Chamber of Con. 
merce Assembly Hall. His subject was: “The Transportation 
Act of 1920.” 





The Traffic Club of Chicago will hold a three days outing 
at Grand Beach, Mich., fifty-six miles east of Chicago, beginning 
August 15. Invitations have been extended to the various traffic 
clubs of the country and to the Associated Traffic Clubs of 
America to join in the outing. There will be golf and tennis 
tournaments and the Chicago club has organized a baseball team 
anxious to book games with any other traffic club teams. A new 
hotel has just been completed at Grand Beach, and there is a 
fine bathing beach, with an eighteen and a nine hole golf course, 
and good tennis courts. Prizes will be given to the. winners of 
the sports events. Not only are quarters at three hotels avail- 
able, but there are cottages to be obtained for families for the 
period of the outing. 





The Traffic Club of Wheeling has elected officers as follows: 
President, Douglas Vass; vice-president, C. W. Henry; secretary, 
P. M. Neigh; treasurer, W. H. Higgins. Governors, George A. 
Blackford, J. A. Fleming, E. C. Jepson, George W. Koonce, H. H. 
Marsh, R. J. Miedel, T. G. Pascoe, S. C. Williams. 





The fifth annual outing of the Akron Traffic Association will 
be held at Rex Lake, eight miles south of Akron, July 26. Lunch- 
eon will be served at the park and is to be in the nature of an 
ox roast, followed by a program of sports. A fish and chicken 
dinner will be served at Louie Young’s roadhouse, where music 
and other forms of entertainment will also be provided. 


INTERLOCKING DIRECTORATES, ETC. 


The Commission has authorized officers of the Ann Arbor 
Railroad and the Manistique & Lake Superior Railroad to re 
tain their position with those roads. 

Various officers of the Belt Railway Company of Chicago, 
Chicago & Western Indiana Railroad, Wabash Railway, Bruns- 
wick, & Chillicothe Railroad, and others were permitted to 
retain their positions. 

Rowe McCune was authorized to hold the position of as 
sistant general purchasing agent of the Nevada Northern, 
Bingham & Garfield, Ray & Gila Valley, and Sacramento Val- 
ley & Eastern. 

James S. Stillman was authorized to hold the positions of 
secretary and treasurer and director of the Mount Hope Mine- 
ral Railroad and the Wharton & Northern. 

Leonard Peckitt was authorized to hold the positions of vice- 
president and director of the Wharton & Northern, in addition 
to positions previously authorized. 

The Commission has authorized Alfred W. Gale to hold the 
positions of director of the Rensselaer & Saratoga Railroad and 
the Saratoga & Schenectady Railroad, in addition to positions 
previously authorized. 


ILLINOIS CENTRAL BRANCH LINE 


The Commission has authorized the Illinois Central to 
operate in interstate commerce 5.51 miles of line in Franklin 
county, Ill. The line was built and operated by the company as 
an industrial spur track, extending from a point near Zeigler, 
on the I. C. Christopher-Herrin line, in a southwesterly direction 
to a coal mine known as Royalton Mine No. 2, a distance of 
4.83 miles. The line to be operated includes 3,600 feet of track, 
owned by the Bickett Coal Company, extending from Royalton 
Mine No. 2 to Royalton. The spur track. was. constructed in 
1921 for the sole purpose of serving Royalton Mine No. 2. De 
mand for service from the people of Royalton resulted in the 
trackage agreement so as to extend service to Royalton. The 
cost of the part of the line owned by the I. C. was $147,610.33 
but it was stated that additional expenditures required would 
raise the amount to $156,486.74. 





Copies of the current DAILY TRAFFIC WORLD 
for eastern subscribers are mailed on the “Broadway 
Limited” and “20th Century Limited” trains. 





July 


3 July 15, 1922 THE TRAFFIC WORLD 149 
































































he F 
‘| | ANNOUNCEMENT | | () Transfer ¢ 
regon lransfer Co. 
er e . “4 
he Binding of The Traffic World ESTABLISHED 1868 
" The Traffic Service Corporation, publishers of 
The Traffic World, having decided that to con- 
~ tinue the present arrangement of binding vol- 
=n umes of The Traffic World would necessitate an 
ion increase in the cost of binding to subscribers, it 
has been decided to turn the work over directly to 
ing the Book Shop Bindery, where the work has been 
ing done for many years past. 
fic 
= Subscribers who wish to have Traffic Worlds 
am bound are asked to send the copies to 
le 
mo 
rse, e 
of The Book Shop Bindery 
the 314-322 W. Superior St. 
Chicago 
WS: 
ary, Mass production has made it possible for this 
‘- company to guarantee prompt service and a h ‘ 
“7 maintenance of the old price for binding The The experience of over half a 
Traffic World. The appearance and quality of century in the Warehouse and 
bers the work will be the same as it has been in the Trader buses in Portland ha 
nch- S 
r an past. ° ° 
xen taught us that satisfactory service 
makes satisfied customers. 
iil yaa SS SSN Let us show you how to re- 
) Te . ie duce your overhead and increase 
sal “DISTRIBUTION COSTS TOO MUCH” ||N sie Waele’ 
+" Many . you — as much is paid for the distribution of \ : 
ee ee » Four warehouses, 255,000 s 
as Your manufacturing methods have been standardized and . “" ma q.- 
ert, ee a \ ft. floor space, make it possible for 
Val- Your distribution costs must undergo similar transformation. \ a f b : 
3 of To the end that this may be accomplished is the function of \ US to ua rah OF your USINESS 
fine . . . . N in a creditable manner. 
an Distribution Service. Inc, |N ee 
ition 123 W. Madison St.Chicago Ill. , y Ko switching charge on C. 
| the e N . shipments. 
and C Representing: \ P 
tions 
\ 
"Tews Weaker’ Tetons. “Geaiaeen es . 
a P 
1 to -Lee Warehouse Co. nion Terminal Warehouse Co. ’ Oo : ; r r 
wet WA cere. eta IN| | Oakes Satisfied Customers 
7% Co. OMAHA 
igler DENVER Gordon Fireproof Warehouse & N 
ction The Weicker Transfer & Storage Van Co. \ 
ce of Co. PHILADELPHIA N 
rack, DETROIT Terminal Warehouse & Transfer \ 
ton Merchants Warehouse Co. Co. ‘ 
“ EL PASO PORTLAND \ 
> te International Warehouse Co. Oregon Transfer Co, N 
‘ SAN FRA 
1 the Pee Oke Fireproof Storage San Franciace Warehouse Co. N Ore gon Transfer Co. 
1038 HOUSTON E.R tant Washo N 
310. ) ! . N. ehouse, \) . 
would Binyon-O'Keele Freproal Storage ST. PAUL . 474 Glisan Street, Portland, Ore. 
LD re e Chicago Office: 123 West Madison Street 
R Ste S SOS SS SS Se a eae ae 








150 THE TRAFFIC WORLD 


USE OF FEDERAL TROOPS 


The Trafic World Washington Bureau 


The first step toward the use of federal troops in the railway 
strike was taken July 13 by Secretary of War Weeks in response 
to a telegram from C. E. Schaff, receiver of the Missouri, Kan- 
sas & Texas, who appealed for a detachment of federal troops 
at Denison, Tex., where he reported serious interference with 
the movement of trains. Secretary Weeks wired Mr. Schaff to 
make a demand on the governor of Texas for protection, but 
said that if the state authorities were unable or unwilling to 
maintain law and order, the federal government was ready to 
afford protection and would take action, if necessary, as soon 
as the reply from the governor was obtained. Major-General 
Hines, at San Antonio, was ordered to be prepared to furnish a 
sufficient force if the state authorities failed to act. 


THE STRIKE SITUATION 


The second week of the strike of railway shopmen ended 
without definite prospect of settlement, but also without definite 
prospect of spreading to other crafts, though the use of troops 
to quell riots and give protection in some cases was causing 
protests from the trainmen and there was an unsettled condition 
that was regarded as dangerous. The railroads were meeting 
with some. success in hiring men to take the places of the 
strikers, but in many cases these substitutes were inefficient and 
in most cases, efficient or inefficient, they were not allowed 
by the strikers to work. Men from railroad offices  vol- 
unteered in numbers to work in the shops, but they 
could not do much and they were not allowed to work 
either. Im some cases the strikers actually took possession 
of the shops and men trying to work were driven out of town. 
There was rioting and disorder all over the country in spots, 
but there had been nothing yet approaching a general outbreak. 
In many cases local authorities failed to cope with the situation 
and state troops were called out. There was a prospect that 
federal troops would also be called out where local and state 
authorities were not keeping the peace. With all the rioting— 
accompanied, in some cases, by loss of life—there were few 
arrests and there was no general attempt anywhere, apparently, 
to punish the rioters and trespassers. 

The railroads, though keeping up a bold front, were being 
badly handicapped in running their trains. Many trains were 
annulled entirely and schedules were slowed up considerably. 

July 10 was the day set by the railroad managers when 
the seniority and pension rights of the strikers would be for- 
feited if they did not return to work. 

It was learned July 11 that conferences had been held this 
week between Chairman Hooper and other members of the 
Labor Board and B. M. Jewell, head of the shopmen, with a view 
to composing the differences cattSing the strike. Nothing defi- 
nite had been arrived at, however. 

D. W. Helt, grand president of the Brotherhood of Railroad 
Signalmen of America, issued a formal statement deferring the 
threatened walkout of his organization. After a conference with 
members of the Labor Board he said the signalmen would not 
strike until every means of peaceful settlement had been ex- 
hausted. 

The brotherhood will first of all take up disagreements with 
the several roads involved in the controversy. If that means 
to peace fails the offices of the Labor Board will be sought. 

A strike of clerks, freight handlers, express and station em- 
ployes on the Norfolk & Western collapsed entirely, according 
to railroad officials. The strike was ordered for 10 o’clock a. m. 
July 11, but an hour after the appointed time not a single man 
had left his work, according to the company. 

E. H. Fitzgerald, president of the clerks’ and station mas- 
ters’ union, however, announced that the strike of members of 
his organization on the Norfolk & Western Railroad’ was a com- 
plete success. Whether the walkout will be extended to other 
roads was problematical, he said. 

Dispatches from Cincinnati July 14 indicated that there 
might be trouble with the maintenance of way employes, whose 
proposed strike had been deferred by E. F. Grable, international 
president, pending further consideration. T. C. Carroll, presi- 
dent of the general chairmen’s association of the maintenance 
brotherhood, made a statement in which he said a majority of 
the general chairmen were in favor of walking out. 


Hooper’s Effort Fails 


Chairman Hooper, of the Labor Board, July 12, continued, 
without avail, his efforts to get strikers and employers together. 
He laid before the adjustment committee of the Railway Ex- 
ecutives’ Association a proposal for a peace parley with B. M. 
Jewell and his associates, which it is understood that the lead- 
ers of the strikers had consented to or fathered. After his 
meeting with the railway executives Mr. Hooper gave out the 
following statement: 


The situation was rather fully gone over. Frankly my main 
purpose was to effectuate a conference between the representatives 
of the carriers and Mr. Jewell and his associates in regard to cer- 
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tain matters incident to the strike. My suggestion did not involye 
any proposal to modify any decision of the labor board and I may 
say that I consider such a conference upon the subjects mentioned 
by me perfectly proper, possibly helpful, and certainly no indication 
of surrender upon the part of anybody concerned. 


Representing the railroads in the conference were Samuel 
M. Felton, president of the Chicago Great Western; L. F. Loree, 
president of the Delaware & Hudson; B. F. Bush, president of 
the Missouri Pacific, and Whitford R. Cole, president of the 
Chattanooga & St. Louis. 

This conference was followed by one between the railway 
executives and representatives of the “big four” brotherhoods 
in Chicago to protest against the alleged use of engines and 
cars in disrepair and the presence of military guards in railroad 
yards. It is stated that they demanded and received assurance 
that trainmen would not be called on to do the work of the 
strikers. 


Later in the day Mr. Hooper received the following letter 
from Mr. Felton: 


Replying to your inquiry of Messrs. Bush, Cole, Loree, and Felton 
on the occasion of your call this morning, we beg to say that while 
we, as chairmen of conference committees relating to railroad mat- 
ters in the several sections of the country, are without authority to 
speak for individual companies, we have no reason to believe that 
a meeting between the railroad companies and representatives of 
the striking employes can be arranged under present circumstances, 

This strike is a refusal to accept the results of the arbitration 
of the United States railroad labor board pursuant to law, after ex- 
haustive hearings in which all parties concerned were fully heard, 
On June 30 last, the board, of which you are chairman, called a 
public hearing by citation to the proper representatives of carriers 
and organizations named in the order of the board for the purpose 
of an inquiry initiated by the board under section 313 of the trans- 
portation act, 1920. 

Notwithstanding the full response by carriers to this citation, 
representatives of the organizations, members of which now are on 
strike, refused to attend, and persisted in their refusal to do so and 
thereby aid the board in performance of its public duty in the further 
inquiry into circumstances relating to the strike then threatened. 

After respectful consideration of your inquiry, the conclusion 

seems necessarily to follow, because of the strike thereafter, called 
in defiance of the decision and order of the United States railroad 
labor board—decision No. 1036—and the controlling provisions of the 
transportation act, that the issue thus raised is not one for con- 
sideration between the carriers and the representatives of the or- 
ganized crafts on strike, except through the further orderly processes 
before the United States railroad labor board, as contemplated by 
the transportation act. 
’ This conclusion is confirmed by statements which have appeared 
in the public press to the effect that these representatives are will- 
ing to abandon this strike and return to service only on condition 
that they be relieved from acceptance of the maature decision of the 
labor board in the case referred to. 

No conference for that purpose is, in our judgment, permissible 
nor tolerable, because it would place the carriers participating there- 
in in apparent co-operation with those on strike in seeking to find 
means to subvert the decision of the labor board. 

_ On the other hand, a prompt recall of the strike order would per- 
mit resumption of former methods of conference and permit the con- 
sideration of any matters which representatives of employes might 
desire to submit. 

In closing, we should add in addition, however, that we have no 
reason to doubt the prompt.response by the carriers of the country 
to any summons by the United States railroad labor board to any 
further hearing that may be called in connection with this subject 
in the event the board should determine upon that course. 


Then Mr. Hooper, announcing that he had already formu: 
lated new plans looking toward a settlement of the strike, said: 


There is one hopeful thing in the letter, and that is the state- 
ment that the gentlemen are not authorized to speak for the indi- 
vidual roads. Anticipating this answer, I already have made plans 
for a further effort to end the strike. Any method adopted will be 
in harmony with the transportation act. 

The reply of these gentlemen contains no reason that will satisfy 
the public in declining the suggested conference. In so far as the 
declination is based on a desire to preserve the authority and dignity 
of the railroad labor board, it is superfluous. The labor board will 
endeavor to take care of itself in that regard. 

The statement in the letter that ‘“ strike is a refusal to ac- 
cept the results of the arbitration of the railroad labor board,’ falls a 
little short of accuracy. One of the questions involved in the strike 
is violation of the board’s decisions by certain carriers. It is true 
nearly all of the carriers have discontinued this practice, but some 
of them have not. 

It_ is not logical to deny a conference because certain matters 
may be brought up in which the carriers correctly contend that 
their employes are wrong. No harm can be done by a discussion 
of such matters, or they might even be eliminated from the discus- 
sion. Nobody ever gets anywhere with public sentiment in this 
country by a refusal to put his feet under the same table and talk 
with his antagonist, especially where the interests of the public are 


vitally concerned. 
Chandler Wires Hooper 


President W. H. Chandler, of the National Industrial Traffic 
League, sent, under date of July 12, the following night-letter 


telegram to Chairman Hooper, of the United State Railroad 
Labor Board: 


Press dispatches indicate that the labor board, of which you are 
chairman, will confer with striking railway men tomorrow, looking 
to concessions to strikers, as result of which strike 1s to be called off. 
In the name of the National Industrial Traffic League, I urge you 
not to take any action which may be construed, directly or indi- 
rectly, as a surrender of the position which was so admirably ex 
pressed by you, that no recognition would be given py the board to 
any demand for concessions by the men while they were defying 
the order of the board. It would be most unfortunate in its effect 
upon the public interest, if any concessions were made to strikers 
who are now in open defiance of law and order, in many sections 
of the country; and as president of a national shippers’ organization 
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which is anxious to uphold your decision, I urge you to resist any 
surrender to force. If the time has arrived when a decision of a 
governmental body must be subordinated to the demands of any 
particular interests, the sooner the people know it,. the better. You 
have declared outlaw, the strikers’ organizations. The carriers have 
hired men with the promise of permanent positions, if capable. To 
reverse your decision or to make any concession would shake the 
public’s confidence in the decisions of the railroad labor board. We 
all deplore the strike, but it is no longer a question of strike but a 
question of upholding the law. To capitulate to force would be most 
discouraging to those who believe in lawful procedure and in the 
supremacy of our government. 


Jewell Replies to Harding 


B. M. Jewell, July 13, sent to President Harding by wire the 
following reply to the latter’s proclamation: 


It appears from your proclamation of July 11 that incomplete in- 
formation had been furnished you concerning the present dispute be- 
tween the railroad operators and employes. 

Ninety-two railroads have violated the transportation act or deci- 
sions of the Railroad Labor Board in 104 cases. These involved not 
only contracting out work in shops, but also wage decreases, interpre- 
tations of rules and right of employes to elect their own representa- 
tives. 

When the Pennsylvania railroad refused to comply with the board’s 
rulings Federal Judge Page held the board’s position on wages or rules 
was only advisory. The railroads have refused ever since passage 
of the transportation act to establish national boards of adjustment 
described by the Labor Board, as the central part of the machinery 
to decide disputes between the carriers and their employes. 

The railroads have made all negotiations merely formal, thus 
throwing on the board an impossible burden of arbitration. The 
board has abolished overtime pay for Sundays and holidays, enjoyed 
for thirty years even on unorganized roads. The board has estab- 
lished a rate of pay of $800 a year, though the department of labor 
fixed the bare cost of living at over $1,400 and a minimum comfort 
budget at over $2,300. 

‘When the basic wage is unjust it follows that all wages graded 
upward for skill and responsibility are likewise unjust. Organized 
employes support your declartion of May 23, 1921, that the lowest 
wage must be enough for comfort and to insure that the struggle for 
existence shall not crowd out things purely worth living for and should 
provide for amusement, recreation and saving. Employes have never 
violated any decision of the board, but the railroads have violated deci- 
sions and employes have refused to work under wages fixed by the 
Lebor Board which violated provisions of the transportation act. 

The board has attempted to unload financial burdens of railroad 
matagement upon employes through inadequate wages and will under- 
mine the health and prosperity of the next generation. After exhaust- 
ing all other methods the employes sought again to obtain a confer- 
ence and agreement with the railroad executives. Only as a last re- 
sort did they strike. 

We respectfully insist that no interruption of commerce or inter- 
ference of mails was caused by direct or unlawful acts of the organ- 
ized employes. Such interruption and interference result inevitably 
from attempts of railroads to operate with insufficient, incompetent 
and unskilled workmen. 

Such interruptions and interference will continue and increase 
until agreement is obtained upon just and reasonable wages between 
the representatives of the skilled employes and railroad executives, 
who up to date have refused even to meet with employes’ representa- 
tives. We stand ready to co-operate wholeheartedly with any effort 
to bring about such an agreement. 


STRIKE RESOLUTIONS 


The board of directors of the St. Louis Chamber of Com- 
merce has adopted the following resolutions: 


Whereas, Public interest 
rupted transportation service; 

And whereas, The United States Railroad Labor Board, created 
by federal law as the agent of all the people to consider and fairly 
adjust disputes to prevent interruptions to transportation service, has 
made an award, which award is rejected by certain railroad employes, 
who, in a body, have left the railroad service and thereby threaten 
the safety and welfare of all the people; 

Be it resolved, That the St. Louis Chamber of Commerce supports 
the principles underlying federal law and the decisions of the United 
States Railroad Labor Board in the peaceful settlement of disputes 
between railroads and their employes; supports the right of every 
American citizen to labor without interference, threat or violence 
from any one; and hereby calls upon all citizens, including authorities 
of national state and local governments, to assist in extending the full 
protection of law against interference with this right to labor on the 
part of any person. : 

Certainly the public can feel only grateful towards those em- 
ployes who have remained at work, thereby proving the right spirit, in 
endeavoring to loyally follow out the Labor Board’s decision. 

Also the public can only commend to the good judgment of the 
striking men that they individually take a broad view of the situation 
and return to their work, leaving to the sense of justice of the Labor 


Board and public opinion the fair disposition of any substantial cause 
of complaints _ 


PUBLIC OPINION AND RAILWAY LABOR 


Alba B. Johnson, president of the Railway Business Asso- 


ciation, has sent the following letter to Chairman Hooper of the 
Railroad Labor Board: 


is paramount in continuous uninter- 


Your board in explaining the wage adjustment announced on 
June 6 declared that the function of the board embraces a considera- 
tion of the public interest—that the Labor Board no more than the 
Interstate Commerce Commission can abstain from doing its part 
toward the creation of conditions favorable to adequate transporta- 
tion facilities and service. 

Press reports credit you with expressing extreme regret over 
utterances of labor members of the Labor Board interpreted as advice 


to the railway labor organizations to strike against w i 
¢ ay ls € LE st wage reductions 
sanctioned by the board. ~ ” 


Your board on July 


3 proclaimed that railw abor or i ions 
Oh ay labor organizations 


1 struck against a decision of the board had thereby for- 
feited their position under the Transportation Act, that employes to 
have the benefit of future appeals to the board must form new organ- 
izations and that employes who remained at work and those who are 
employed to take the places of strikers are entitled to protection of 
all governmental agencies and of the public, - 
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These three pronouncements in our judgment formed an important 
~——— in the history of governmental dealing with the railway labo; 
problem. 

An earlier chapter of almost if not quite equal consequence was the 
appearance not many months ago of the volunteer strike breaker. 
Previously to that event the general public had seemed to regard ip. 
convenience, loss of property and of business and menace to life ang 
limb as a necessary evil inseparable from progress in the amelioration 
of labor conditions and hence to be borne with patient submission, 
Swiftly in the period following the enactment of the Adamson lay 
public opinion changed until strikers who undertook to suspend subur. 
ban railway service in and out of New York City found themselves 
confronted instantly with crews springing up like minute men in every 
affected center prepared to take the places of the strikers and withoy 
training do the work better than those whose regular occupation it was. 
Whether or not it was generally appreciated it was, as you know, Mr. 
Chairman, the fact that in the fall of 1921 hundreds of thousands of 
farmers in every part of the country were ready in case of a train- 
men’s strike to man the roads. 

The Labor Board utterances quoted above are in logical sequence 
following those significant manifestations of the public disposition. At 
every fireside where those declarations have been read and discussed 
sentiment has been strengthened for holding members of railway labor 
organizations accountable to the public. In point of fact, we are 
thrown back beyond the law and its administration either by the 
President or by his appointees to the court of public opinion. It is ow 
task so to enlighten and awake the neighbors among whom individual 
labor unionists dwell that constantly and without yes ge they will be 
made to feel themselves either citizens like the rest of us or outlaws 
and outcasts. , 

A protracted strike can be maintained only by the grace of lané-: 
lords and neighborhood shopkeepers. These in turn can finance a 
strike of any length only through extraordinary accommodations from 
the banks. The bank stands for the business community. Only a lit- 
tle while ago children on their way to and from school were called 
opprobrious names by their mates if the men of the family were 
hostile or even lukewarm toward the labor organizations on strike. 
Today if the strike involves a public utility the odium falls upon the 
children whose menfolk are regarded as hostile or lukewarm towar 
the public convenience and safety. Nothing that Congress or tli 
President could do to influence members of the Labor Board covli 
compare in effectiveness with this public change of heart from un- 
questioning sympathy with those claiming to be down-trodden to de- 
termined severity with those who try concertedly to tread down the 
whole community. 

It is outside the scope of the Railway Business Association to 
compare the net saving in operating cost from recent Labor Board 
decisions with the reductions in railway revenue expected to result 
from the rate decision of May 24 and from previous reductions from 
the rates made effective in 1920. Upon that mathematical problem 
we refrain from expression of opinion. Concerning the contribution 
which the majority of the Labor Board has made to the solidification 
of public sentiment and the invigoration of public courage we have 
such hesitation in speaking. In this respect the board under you 
chairmanship has performed a public service of the highest conse- 
quence. 





GOVERNMENT STRIKE POLICY 


The Trafic World Washington Burean 


A formal statement outlining the policy of the government 
with respect to the railroad strike was made public July 10 by 
Attorney-General Daugherty after a conference with President 
Harding at the White House. The statement follows: 

“After investigation and upon request of federal judges, 
district attorneys, and United States marshals, I have, in the 
last few days, authorized the appointment of a number of deputy 
United States marshals at various places from Chicago, West 
and Southwest, to»protect property and life and to prevent in 
{erference with the transportation of the mails and interstate 
commerce. This policy will be continued wherever justified and 
required. Law and order must be preserved, property and lile 
protected; transportation of the mails must not be interfered 
with and interstate commerce must not be interrupted. The 
President has been fully advised and has the situation fully in 
hand.” 

President Harding, the night of July 11, issued a proclama 
tion, signed by himself and Secretary of States Hughes, “direct 
ing all persons to refrain from all interference with the lawill 
effort to maintain interstate transportation and the carrying 0 
the United States mails,’ and inviting the “co-operation of all 
public authorities, state and municipal, and aid of all good citt 
zens to uphold the laws and to preserve the public peace, and 
to facilitate those operations in safety which are essential 0 
life and liberty, and the security of property and our comma 
public welfare.” 


The proclamation, which is believed to be the first of the 
kind to be issued by a President of the United States, was It 
garded as a warning to the striking railway employes, who have 
been interfering with the movement of the mails and interstate 
transportatior, that they have been violating the Constitution 
and the fundamental law of the land, and that it was the first ste? 
toward more drastic measures on the part of the governmell 
to maintain interstate transportation and the movement of the 
mails without interference. 

Intimation that some sort of statement would be issued bY 
the President late in the day was given at the White Hous 
after the usual Tuesday cabinet meeting, at which the railwa) 
strike situation was discussed at length, but that the statement 
was to be in the form of a proclamation was not learned unt! 
a few minutes before copies were handed to the press. 
proclamation follows: 


Whereas, The United States Railroad Labor Board is_an agent! 
of the government, created by law and charged with the duty of in 
justing disputes between railroad operators and employes engasé 
interstate commerce; and, 
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Whereas, The United States Railroad Labor Board has recently 
handed down decisions, one affecting the wage of the shop craft 
employes, the other declaring the contract system of shop craft work 
with outside agencies to be contrary to the intent of the transporta- 
tion act, and, therefore, that such practice must be discontinued; and, 

Whereas, The*shop craft employes have elected to discontinue 
their work rather than abide by the decision rendered, and certain 
operators have ignored the decision ordering the abandonment of the 
contract shop practice; and, 

Whereas, The maintained operation of the railways in interstate 
commerce and the transportation of United States mails have necessi- 
tated the employment of men who choose to accept employment under 
the terms of the decision and who have the same indisputable right 
to work that others have to decline work; and, 

Whereas, The peaceful settlement of controversies in accordance 
with law and due respect for the established agencies of such settle- 
ment are essential to the security and well being of our people; 

Now, therefore, I, Warren G. Harding, president of the United 
States, do hereby make proclamation directing all persons to refrain 
from all interference with the lawful efforts to maintain interstate 
transportation and the carrying of the United States mails. 

These activities and the maintained supremacy of the law are the 
first obligation of the government and all the citizenship of our coun- 
try. Therefore, I invite the co-operation of all public authorities, state 
and municipal, and the aid of all good citizens to uphold the laws and 
to preserve the public peace, and to facilitate those operations in 
safety which are essential to life and liberty, and the security of prop- 
erty and our common public welfare. 

In witness whereof I have hereunto set my hand and caused the 
seal of the United States to be affixed. 

Done at the city of Washington, this eleventh day of July, in the 
year of our Lord one thousand nine hundred and twenty-two, and 


of the independence of the United States the one hundred and forty- 
seventh. 


Appeals for Protection 


Appeals from railroad officials for government protection and 
reports from many places of interference with the movement of 
the mails brought the strike situation directly before the Ad- 
ministration. A. P. Thom, general counsel of the Association of 
Railway Executives, conferred at length with the Attorney-Gen- 
eral and Assistant Attorney-General Goff. 

The Post Office Department issued the following statement: 

“President J. E. Taussig of the Wabash Railway Company 
has appealed to the Post Office Department to assist in protect- 
ing mail trains. He urges that the Department of Justice ap- 
point special United States marshals to assist. Post Office Inspec- 
tors have been sent to the points where President Taussig reports 
mail interference. Copies of the following telegram from Mr. 
Taussig, dated at St. Louis Sunday, have been sent to the Presi- 
dent and the Attorney-General. 

About nine o’clock last night strikers at Moberly, Mo., where one 
of our division shops is located, surrounded our mail train operating 
between Kansas City and Detroit, stopped the train, cut the air hose, 
and threw rocks through the windows. We had eighteen employes who 
were being sent from Kansas City, Mo., to Peru, Ind., on this train. 
The strikers forcibly took these men off the train and took them to 
the Labor Hall. We also have had bona fide officers of the company 
at Hannibal, Mo., in order to take care of our engines at that point 
for the purpose of protecting passengers and mail trains. The strik- 
ers have so interfered with these officers in their work that they are 
unable to perform any duty. We now have a number of engines in 
that roundhouse that have been put out of service. The interference 
at both of these points, unless we have some immediate protection, will 
oblige us to discontinue operation of these mail trains, and I believe 
the case at Moberly is sufficient to warrant immediate protection. 
have wired the governor of the state twice about similar situations, 
but so far he has not afforded protection. Have also wired him in 
regard to this case. The federal judges in this district will not be 
available until Thursday. From the above it would seem that it is 
necessary that the Department of Justice immediately authorize the 
appointment of deputy United States marshals to protect the move- 
ment of United States mail trains. 

“Interference with Texas & Pacific Railroad’s mail train No. 
22, running from Marshall, Texas, to New Orleans, is reported 
by Inspector-in-Charge Robinson of New Orleans. The inspector 
reports that a large crowd of strikers gathered at Marshall Fri- 
day night and threw rocks at the train, hitting the guards, who 
fired at the strikers. The day yardmaster was assaulted on leav- 
ing the Marshall yards early Saturday morning, thrown into an 
automobile, taken out of the city, and badly beaten. 

“Z. V. Rawls, attorney for Pamlico County, Bayboro, N. C., 
wired the Postmaster-General Monday afternoon: 

The Norfolk Southern Railroad Company has discontinued pas- 
senger trains 55 and 56, Newbern to Oriental, completely paralyzing 
mail service. Large portion of mail is now required to be held over 
in Newbern from 16 to 40 hours. Mail in Oriental section required to 
lie over from 24 to 48 hours. A prompt investigation is requested. 

“Post Office officials at Newbern and Oriental have been di- 
rected to report on the feasibility of installing temporary mail 
truck service between the two places, which are but thirty miles 
apart. 

“Telegrams received from the Superintendent of the Rail- 
way Mail Service at Fort Worth, Texas, state that 26 trains have 
been withdrawn on different branches of the M. K. & T. Railroad, 
all of them being R. P. O. (railway post office) trains, with the 
exception of two, which carry closed pouches.” 

Postmaster-General Hubert Work, July 11, issued a notice 
to all postmasters, directing them to report to their local super- 
intendents of railway mail service any acts of interference with 
mail movements. The attention of the postmasters was called 
to a section of the postal laws and regulations which requires 
them to do this. 

Inspector Brauer wired the Post Office Department from 
Chicago that the Baltimore & Ohio Railroad was unable to 
operate trains forty-one and forty-six out of Flora, Ill. The in- 
spector stated that the failure to operate these trains was not 
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because of interference by strikers, but because no engines 
were available, owing to a walkout of shopmen at Flora. 

Inspector Gaines wired the Post Office Department from 
Fort Worth, Tex., that the proposed arrangements to discontinue 
the running of a Missouri Pacific train had been canceled and 
that no trains would be taken off that system. 

Three thousand miles of railway mail service on the Wabash 
Railway were out of operation July 11, according to telegrams 
received by the Post Office Department from S. H. Cisler, super- 
intendent of mails at St. Louis. Superintendent Cisler stated 
that President J. E. Taussig of the Wabash Railway Company 
had made that announcement, but did not say what trains were 
withdrawn. Mr. Cisler was also advised that the situation on 
the Missouri, Kansas & Texas Railway was assuming serious 
proportions, and that M. K. & T. was unable to provide train 
service since July 10 on Hannibal and New Franklin line. 

Superintendent Cisler stated that the fuel situation was 
serious because of the impossibility of getting coal moved over 
foreign lines from the mines. The Frisco system announced 
that it has no intention of withdrawing trains. Cisler stated that 
no trouble was reported at Springfield and other points in Mis- 
souri July 10 and that the situation in Kansas City was good. 

C. W. Galloway, vice-president of the Baltimore & Ohio, 
wired the Postmaster-General from Baltimore as follows: 


The Baltimore & Ohio Railroad Company was obliged to annul 
the operation of its train number 46 from Flora, Ill., to Shawnee- 
town, Ill., yesterday morning and on that account was unable to 
perform United States mail service between these points on account 
of action of strikers, who would not permit our officers and em- 
ployes who were on the ground at Flora to make up train. This 
has been brought to the attention of Post Office Department au- 
thorities in that section. The Baltimore & Ohio Railroad Company 
had equipment in proper condition and forces necessary to operate 
this service but was prevented from doing so by failure of local au- 
thorities to maintain order and provide protection for our employes. 
Am bringing this to your personal attention in view of possibility of 
more extensive and serious difficulties in that section. 


Use of Federal Troops 


That the President might back up his “law and order” 
proclamation by use of federal troops was an inference drawn 
from the fact that that course was followed in the West Vir 
ginia coal mine warfare about a year ago. At that time the 
President issued a proclamation which was disregarded by the 
“combatants” and federal troops were then sent into the state. 

The government, however, it was believed,. would use troops 
only as a last resort, attempting rather to meet the situation 
by swearing in deputy United States marshals. 

In connection with the announced policy of the Administra- 
tion that transportation of the mails must not be interfered with 
and that interstate commerce must not be interrupted, there ap- 
peared to be an admission in a statement issued by-the Post 
Office Department that maybe the trains would not be kept in 
operation. The statement follows: 


If it should happen that every mail train throughout the United 
States would cease to run, the postoffice department announces that 
it would continue to transport the mails throughout the country by 
motor truck and aeroplane, 


The department has in service 4,300 motor trucks, with approxi- 
mately 2,000 in storage. The war department has thousands of trucks, 
stored in every section of the country. All of these stored trucks 
would be available for use within a very short time. In order to be 
ready for a possible complete tie-up of mail train service, the war 
department is preparing for the postoffice department a complete list 
of its motor trucks and their location. 

As an instance of the situation in the St. Louis section, the post- 
office department has 25 reserve trucks there, to which can be added 
25 more by withdrawing them from the collection and delivery service 
and the substitution of foot carriers. In storage at Indianapolis, the 
department has 195 trucks, most of which could be placed in service 
immediately. Sixty of these trucks now are equipped with screen 
bodies, while inexpensive cargo bodies could be constructed and placed 
upon the balance with only slight delay. . 

The war department also has in storage at Fort Benjamin Harri- 
son, Indianapolis, 700 new %-ton chassis, which would be ideal for 
moving the mail in lieu of railroad service. Stake bodies can be con- 
structed for these upon short notice. At Omaha, the postoffice depart- 
ment has 34 1%-ton trucks in storage, available for immediate use. 

The department has in use 56 air-worthy airplanes. There are 40 
pilots in the service, with 21 in the air each day. There is a waiting list 
of 12 aviators, which would be vastly increased should occasion demand. 
Army and navy air transportation could be called on for assistance, and 
it would be possible to carry all the first class mail between New York 
and San Francisco and from the lakes to the gulf. 


It is estimated that two planes could carry all the first class mail 
between Washington and New York City. Between such points as 
Detroit and Cleveland, planes could make as many as four trips a day. 
As now equipped the postoffice department planes can carry 30,000 
pounds of mail at one flight. 


The chief ground hitherto recognized upon which the fed- 
eral troops could be brought into action is protection of the 
mails. It is difficult to see how “every mail train throughout 
the United States would cease to run” if the government el 
forced its policy with respect to the movement of the mails. 
Another view taken of the Post Office Department statement 
was that it intended to convey information that the use of 
trucks and airplanes would be resorted to to supplement trail 
service, it being conceded, of course, that the mail service bY 
train would not be normal if it had to be maintained by federal 
troops. 


Reports were received by the Post Office Department that 
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Port of 


New Bedford 


(Mass.) 


The Southern Gateway 
Industrial New England 


Rapidly growing as shipping point for 
Azores Islands 
Cape Verde Islands 
Lisbon, Portugal 
Mediterranean Ports 


Has large sheltered harbor. 
Channel depth 25 ft. at low tide. 


Modern steel and concrete pier accommo- 
dations for large vessels. 


Up-to-date freight handling facilities. 


Served by N. Y. N. H. & H. railroad with 
tracks direct from pier. 





1,250,000 sq. ft. modern warehouse space, 
part of which is at water’s edge. 





Much Quicker Service and Lower 
‘Handling Charges Than in Most 
of the More Congested Ports 


| An Opportunity for Shipping Men! 














Recognized as the chief cotton concentration 
point in New England, this port handles 
annually 750,000 bales. 


Mills consuming 1,250,000 bales each year 
are within easy motor trucking distance. 


This cotton could come more cheaply by 
water and would do so if direct water connec- 
tion with Southern ports were established. 


Full Co-operation in Developing Port Traffic 
Will Be Given by 


David Duff & Son New Bedford Boiler & Mach. Co. 
(Coal—Tow Boat Service) New Bedford Storage Warehouse Co. 
Green & Wood (Lumber) Slocum & Kilburn 


Gunning Boiler & Mach. Co. (Mill, Electrical and Ship Supplies) 


New Bedford Beand of Commerce 


= 
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Customs House Brokers 


MEXICO 


BRENNAN & LEONARD 


Customs House Brokers, Forwarding 
and Clearing House Agents 


LAREDO, TEXAS 


Branches in all Principal Cities in the Republic of Mexico 





Originators of package car service to 
Mexico City. 


Operators of through package car 
service from St. Louis, Kansas City, Chi- 
cago and Dallas. 


Approximate time in transit from 
Laredo, Texas, to Mexico City, eight 
days. 


We are the connecting link between 
American railways and the Mexican rail- 
ways. 


Have banking arrangements making 
possible shipper’s order shipments to all 
points within the Republic of Mexico. 


Assume al] pilferage risk of packages 
in our package cars south of the border. 


Our own warehouses in Laredo, Texas, 
and Mexico City. 


We have just completed a pamphlet in 
concrete form, giving complete data for 
the benefit of the American shipper in 
handling his business with the Republic 
of Mexico. This pamphlet will be mailed 
upon application. 


Now operating our own special trains 
throughout the Republic of Mexico 
and can assure prompt and efficient 
service throughout. 


HAL L. BRENNAN S. E. LEONARD 
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the Missouri Pacific had revoked an order to withdraw trains 
from service; that the M. K. & T. was unable to operate trains 
between Hannibal and New Franklin, and that the Wabash 
would take off a number of trains in Missouri, Illinois and 
Michigan. 

It was believed by officials in Washington that the procla- 
mation of the President had had a good effect and that the 
general situation was showing improvement. 

The proclamation was condemned by Samuel Gompers, 
president of the American Federation of Labor, who declared 
that it overlooked “fundamentals,” and that it was “a denial of 
democratic methods.” 

“It is an effort to perpetuate the impossible,” said he. “The 
one way to operate the railroads in safety is to revive joint 
negotiations, bring justice to the workers and thus make possi- 
ble a condition of safety of railroad equipment. The public is 
endangered not by what the workers may do, but by railroad 
equipment that is going from bad to worse and that cannot be 
kept in repair except by constant attention and the efforts of 
the men who now find it impossible to work. The courage and 
solidarity of the workers in their resistance to arbitrary and 
autocratic orders is most commendable and ought to be ap- 
plauded by every liberty-loving American.” 

Mr. Gompers construed the proclamation as a denial of the 
right of railroad employes to quit work if their quitting meant 
the failure of trains to move. The President, he asserted, along 
with the Railroad Labor Board, has approved strike-breaking 
which he characterized as the most despicable business in 
which men could engage. He also said the President, by refer- 
ring to the findings of the Labor Board as a “decision,” had 
added his approval to the board’s assumption of a power which 
it did not possess. He again said the “Esch-Cummins act” 
was a failure. He said the findings of the Labor Board were 
not decisions to be obeyed but awards which the board hoped 
would be accepted by both sides but which neither side was 
bound to accept. He also charged that 92 railroads in 104 
cases had refused to abide by the findings of the board and 
that not in “a single case has the board or the federal govern- 
ment coerced a railroad into accepting. It remains for the 
board and the government to attempt to coerce the workers 
into acceptance of a most unfair award.” 

A. F. Berres, secretary-treasurer of the metal trades depart- 
ment of the American Federation of Labor, announced that 
union employes in outside repair shops would refuse to make 
repairs on locomotives used on “strike roads.” He said since 
the members of the “Big Four” brotherhoods had refused to do 
work formerly done by the shopmen, it was expected that re- 
pair work on locomotives would be at a standstill, and that it 


would not be long before transportation was tied up throughout 
the country. 


GENERAL EXPRESS RATE INQUIRY 


The Trafic World Washington Bureau 


Acting on formal and informal complaints against express 
rates, the Commission, in No. 3930, July 10, instituted a general 
investigation into express rates. It has made every express 
company in the country a party to the proceeding. The most 
pointed complaints are those made by shippers of foodstuffs, 
particularly because the express companies did not make a ten 
per cent reduction January 1, when freight rates were lowered. 

The Commission’s determination to make a general inquiry 
into express rates, while due primarily to the complaints abont 
ihe level of rates and the fact that no reduction in rates on 
foodstuffs was made January 1 when such rates were brought 
down by the railroads, is understood to be due in part to the fact 
that the net income of the American Railway Express Co. in 
1921, was $2,309,220. That was, roughly speaking, 7 per cent of 
its capitalization of about $34.000,000. That sum was what was 
left for distribution among the stockholders. lt was not due, 
however, to the profit made from the transportation business, 
pure and simple. Its operating income in that year was only 
$507,743. The larger sum was the profit made from transpor- 
tation, income from securities, sale of checks, sinking funds and 
other sources of income. 

ross revenue amounting to $294.663,587 was received by 
the large company. After paying the railroads the sums agreed 
upon for the privilege of conducting an express business, the ex- 
press company had on hand $181,175,925 of operating revenue 
from transportation. Its net operating revenue, before the de- 
duction of taxes, amounted to $2,631,478. The operating income, 
however, as before set forth, was $507,748, or a little less than 
1.5 per cent. 

No time for beginning hearings was set at the time the in- 
vestigation was announced, nor was any statement made as to 
why the Commission had decided to inquire into rates. 

On account of the long period in which the express com- 
panies, before their consolidation by Director-General McAdoo, 
made little or no money, the announcement of an inquiry into ex- 
press rates so soon after the consolidated company began making 
money was a surprise to most of those who follow the work of 
the Commission, The idea that the express company might be 
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making money or that its rates might be so high as to inhibit 
some transportation was not widespread. Announcement of the 
inquiry, therefore, created a bit of surprise. It was recalled, 
however, that shippers of fruits and vegetables, practically every 
minute since the last increase in rates authorized by the Com. 
mission in 1920, had been attacking the rates as unreasonable, 
in and of themselves, on many classes of their traffic, particu. 
larly from Florida and the Carolina territory. It is suspected, 
therefore, that the shippers of fruits and vegetables will take 
a prominent part when the Commission begins the taking of testi. 
mony intended to bring out whether rates are too high in view 
of the fact that freight rates have gone down. 
The order follows: 


The rates and charges of express carriers subject to the inter. 
state commerce act being under consideration: 

It is ordered, That an investigation be, and it is hereby instituted 
by the Commission, upon its own motion, into the interstate rates 
and charges of express carriers subject to the interstate commerce 
act for the transportation of express traffic in and between the sey- 
eral zones as defined in Re Express Rates, Practices, Accounts and 
Revenues, 24 I. C. C. 380, for the purpose of determining whether such 
rates and charges, or any of them, are unreasonable or otherwise in 
contravention of the provisions of the interstate commerce act, and 
of making such findings and entering such orders as may be neces- 
sary to remove any unlawfulness which may be found to exist. 

It is further ordered, That all express companies and common car- 
riers by rail subject to the provisions of the interstate commerce act 
engaged in the transportation of express traffic between points in the 
United States and between such points and points in adjacent for- 
eign countries be, and they are hereby, made respondents to this pro- 
ceeding; that this order be served upon each of said respondents; that 
the respective states be notified of this proceeding by sending copies 
of this order by registered mail to the governor of each state, as well 
as the tribunal thereof, if any, having regulatory powers over said 
respondents; and that notice of this proceeding be given to the public 
by depositing a copy of this order in the office of the secretary of 
of the Commission, at Washington, D. C. 

And it is further ordered, That this proceeding be assigned for 


hearing at such times and places as the Commission shall hereafter 
designate. 


Commenting on the order of the Commission, John E. Ben- 
ton, general solicitor of the National Association of Railway and 
Utilities Commissioners, said: 


It is not known whether the institution of this investigation has 
any connection with the pending intrastate express rate cases, in 
which the federal commission is asked to prescribe advances in intra- 
state express rates in ten states corresponding to advances hereto- 
fore allowed by it in interstate rates. It is, however, significant 
that the order specifically opens for investigation the question whether 
rates “in and between the several zones’? are unreasonable or other- 
wise unlawful, that rail carriers as well as express companies are 
joined as respondents, and that notice is given to thé several states. 
I have no question that the proceeding will be one of great importance, 
and that the existing differences in rate levels as between the different 
zones will be critically examined. It should also be expected that the 
reductions in operating costs which have occurred since the interstate 
advances were allowed will result in corresponding reductions it 
rates. In short, a new interstate express rate structure will doubt- 
less result, affecting directly the interstate rates of every state, ani. 


to some extent, indirectly at least, the intrastate rates of most, if nol 
all, of the states. 


WAGE STATISTICS 


The Commission’s monthly wage statistics show that, for 
April, the number of employes reported by class I roads was 
1,578,133, an increase of 7,975, or 0.5 per cent over the number 
reported for the previous month. Owing to a decrease in the 
number of the higher paid employes the Commission said, the 
total compensation, which was $203,413,071, decreased $13,291: 
337, or 6.1 per cent. Compared with those for March, 1922, the 
returns for April, 1922, indicate the following increases or d¢ 
creases (D) by groups of employes: 


Executive, officials, and staff assistants 





ProOressional, Clerical, ANG MONETAl ......ccccscccccsvcesecevececees Di,17! 
Maintenance Of WAY ANd StPUclUTes..... cv cccccescccccsssccnwes 31,04 
Maintenance of equipment and StOres...........ceeceeccecceees D8,3i 
Transportation (other than train. engine, and yard).......... D718) 
Transrortation (vyardmasters, switch tenders, and hostlers)... D6is 
azransportation (train and engine service).........ccceceeeeces D12,07) 

RET A 65 ein cain we co eie re aero aM RCeik Os esa ew 7,919 


VALUATION REPORT 


In a tentative valuation report on the property of the Whilé 
Oak Railway Company, of West Virginia, as of June 30, 1916 
the Commission has fixed a final value of $400,000 on owned 
but not used property which is leased to the Virginian and (0 
the Chesapeake & Ohio, each company having an undividet 
half interest. The company has issued a total of $385,000 i 
capital stock and first mortgage bonds, all outstanding ™ 
date of valuation, $250,000 being in capital stock and $135,000 
in first mortgage bonds. The carrier has issued $386,789. 


in short-term notes of which $298,042.13 was outstanding on da‘ 
of valuation. 





FEDERAL VALLEY NOTES 
The Commission has authorized the Federal Valley Railroad 
Company to issue $30,000 of 6 per cent promissory notes, \ 
mature not later than three years after date of issue, for the 
purpose of obtaining funds with which to pay bills and indebiet 
ness incurred in the maintenance of service and in the creatid! 
of a larger working capital for the company, 











July 15, 1922 THE TRAFFIC WORLD 






Consult us regarding your 


WAREHOUSING 
cHaRLes STORAGE 


RIVER 


coe DISTRIBUTION 


Connection 







Boston and 


Maine | Daily Deliveries by Zone System 
within ten mile radius 





Quincy Market Cold Storage and Warehouse Co. 


‘a GEORGE S. LOVEJOY 











1 the 

for- Manager General Storage Department 

Mit 178 Atlantic Avenue, Boston, Mass. 
opies 

* 1] 

si Total General Storage Capacity 
ublic e 
yo 10,329,000 Cubic Feet 
d for 
after of 

Pe ee & 
y ant Wharfage and Dockage __constitu- 
n_ has F ree Stores — 
ini Customs Bonded Stores Soapetien 
ee Internal Revenue Bonded Stores aerient 
nethe 
other 
2s ar©e 
states. 
‘tance, 


Galveston Offers Unexcelled Storage Facilities 
(At Ship-side) 


at, for 


ls was e IN 

s Reinforced Concrete Warehouses 
13.28 FOR 

co All Commodities 

nie Over one million square feet of floor space 

"Die well lighted and ventilated. 


D12,01) 


—- COFFEE 


wae Special compartments set aside for coffee 
ate | storage exclusively. 


ndivided 
st WE DO 
ding om 
$135,000 


36,7808 Storage, Forwarding, Weighing, Skimming, Slipping, Re-Conditioning 


on date 


Write us for further information. 


Railroad 


"or te COTTON CONCENTRATION CO., Galveston, Texas 


indebiet 
creatio! 











158 


PROTECTION FOR MAIL MATTER 


The Trafic World Washington Bureau 


The Postoffice Department expects to cut the annual depre- 
daton loss of the mail service in half by a new mail sack closing 
device which has been approved after much experimentation in 
this direction. An order has been placed with the mail equip- 
ment shops to manufacture 1,250,000 of the sacks this coming 
year. 

The sacks are especially designed to protect parcels post 
packages. Most of the parcels post sacks are now closed with 
a draw string. At the present time 100,000 sacks with a fastener 
are in circulation, but an improvement on this fastener was 
developed at the mail equipment shops. Dies have been made 
for the new device and it will be manufactured as rapidly as 
possible. All sacks which do not now have a closing device 
will be equipped eventually, but this cannot be accomplished 
this coming year. 

A new device has been designed also for foreign mail sacks. 
Previously unregistered foreign mail sacks were closed with a 
detachable collar. A leather collar with a bolt lock attached 
to the sack will be used now. Orders have been issued for 
the equipping of 375,000 foreign mail sacks this year. This im- 
provement is also expected to reduce the loss from depredations 
which mounts above the million mark annually. 








| Digest of New Complaints 


No. 13910, Sub. No. 1. McCaull Dinsmore Co., Minneapolis, Minn., vs. 
Cc. St. P. M. & O. et al. 

Unjust, unreasonable, discriminatory, preferential and_ preju- 
dicial switching charges in Minneapolis. Asks cease_and desist 
order, that the C. St. P. M. & O. be required to operate Minneapolis 
Eastern as part of the terminal property and facilities of the 
Cc. St. P. M. & O. and that the M. E. be held not entitled to assess 
switching charges complained of, and reparation. - 

No, 13936, Richardson Sand Co., Chicago, Ill., vs. Director General, as 
agent, C. & N. W. : 

Unjust, unreasonable, discriminatory and preferential rates on 
sand and gravel from Carpentersville, @ll., to Park Ridge, Ill, and 
Edison Park Station, Chicago. Asks reparation. 

No. 13937. Irwin Paper Co., Quincy, Ill., vs. Director General, as agent, 
Wabash et al. 

Unjust, unreasonable, discriminatory, prejudicial and_prefer- 
ential rates on wrapping paper from Orange, Tex., to Quincy, Il. 
Asks reparation. 

No. 13938. Weldon, Williams & Lick, Fort Smith, Ark., vs. Santa Fe 
et al. 

Unjust, unreasonable, discriminatory, preferential and preju- 
dicial rates on pulpboard, strawboard, fibreboard and related paper 
articles from points of origin in Missouri, Illinois, Indiana, Ohio, 
Pennsylvania, West Virginia, Virginia, Michigan, Wisconsin, Min- 
nesota, Iowa, Kentucky, Tennessee, Alabama, Georgia and the 
Carolinas to Fort Smith and other Arkansas points. Asks cease 
and desist order, just and reasonable rates and reparation. 

No, 13939. The McKinney Steel Co., Cleveland, O., vs. Director Gen- 
eral, as agent, 

Unjust, unreasonable and discriminatory rates on limestone 
from Charlotte, N. Y., to Josephine, Pa. Asks reparation. 

No. 13940. Iten Biscuit Co., Omaha, Neb., vs. Santa Fe et al. 

Unjust and unreasonable rates on paper boxes from Omaha, 
Neb., and points taking the same rates, to Oklahoma City, Okla. 
— cease and desist order, just and reasonable rates and repara- 
ion. 

No. 13941. Jonesboro Freight Bureau, Jonesboro, Ark., vs. Houston, 
East & West Texas et al. 

Discriminatory and prejudicial rates in violation of the fourth 
section on packing house products, including lard and lard sub- 
stitutes, from Houston and Fidelity, Tex., to Jonesboro, Ark, 
Asks cease and desist order and non-prejudicial rates. 

No, 13942. Warren Bros. Co., Boston, Mass., vs. Director General, as 
agent, D. L. & W. et al. 

Unjust and unreasonable rates in violation of the fourth section 
on sand from Nichols, N. Y.. to Athens, Pa. Asks reparation. 

No. — ho P. Dow Co., Inc., Seattle, Wash., vs. Great North- 
ern et al. 

Unjust and unreasonable switching rates at Seattle and Tacoma 
on shipments destined to points in the Orient. Asks cease and 
desist order, just and reasonable rates and reparation. 

No. 13944. Hercules Powder Co., San Diego, Calif., vs. Santa Fe et al. 

Unjust and unreasonable rates on crude salts, consisting of 
sodium and potash from complainant’s plant at Potash, Calif., to 
its plant at Lake Junction, N. J. Asks reparation. 

No. 13945. United States Graphite Co., Saginaw, Mich., vs. Director- 
General, as agent, Sou. Pac. of Mexico. 
Unjust, unreasonable, unduly preferential and prejudicial rates 


on graphite ore from Torres, Sonora, Mex., to Saginaw, Mich. 
Asks reparation. 


LUMBER SHIPMENTS 


“The end of the first half of 1922 finds the lumber industry 
in a condition of activity and normal employment that would 
have been inconceivable as late as the first part of the year,” 
says the National Lumber Manufacturers’ Association in its 
weekly lumber trade bulletin. “It was then beyond expectation 
that the first half of the year 1922 would show a volume of 
lumber movement greater than during the same period of 1920, 
the peak year of the industry in recent years. In October, 1921, 
200,000 of the 750,000 men employed in lumbering and accessory 
industries were out of work. Today there is in many regions a 
marked scarcity of labor. 

“The figures for the seven great softwood manufacturing 
associations that reported to the National Association in both 
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July 1 
years, show that while the cut so far in 1922 has not been gy 
large as in 1920, shipments have been greater and orders aboy 
one-fifth greater. As compared with the depressed year of 192) 
the gain in the first half of 1922 is nearly 40 per cent. Th 


— figures of the seven associations for the three year 
ollow: 


Year. Cut. Shipments. 


Orders, 
1920) Fd cG silat c hie a 5,657,274,474 5,115,299,374 4,656,243 417 
ed Re ies aie Se d 3,851,238,2386:  3,959,427,201 4,044,635,79; 


5,026,559,542 5,263,704,416 5,540,694,59 
“Owing to insufficient reports, chargeable to Fourth of July, 
statistics for the week ending July 1, are not comparable on the 
whole with those of the preceding week or of the corresponding 
week of last year. The number of mills reporting was 33] 
against revised total of 384 for the preceding week; and pro. 
duction for them was 195,257,215 feet; shipments, 215,036,324: 
orders, 154,281,328. “Production was 97 per cent of normal: 
shipments 106 per cent, orders 91 per cent of normal weekly 
production for the five larger associations of lumber producer, 
Relative to current production, shipments for six associations 


reporting for the week were 110 per cent and new business 4 
per cent.” 


CONDITION OF LOCOMOTIVES 


Out of 64,395 locomotives on line June 15, according to the 
semi-monthly bulletin of the car service division of the Amer 
can Railway Association, just issued, 48,523 were serviceable, 
12,841 were out of service for repairs requiring more than 2 
hours, and 252 were out of service for repairs requiring less than 
= en The number of serviceable locomotives stored wa; 

048. , 

Of the 12,841 in need of heavy repairs, 2,924 were passenger, ‘ 

7,465 were freight and 2,452 were switching engines. 


The per cent of locomotives in need of heavy repairs was 
19.9. 


TOLEDO TERMINAL BONDS 


The Commission has authorized the Toledo Terminal Rail. 
road Company to issue $321,000 of first mortgage bonds at 91.7 
per cent of par and accrued interest for the purpose of liquidat- TI 


ing $294,613.80 of demand notes payable to the proprietary com 
panies. 


ST. PAUL EQUIPMENT TRUST 


The Commission has authorized the Chicago, Milwaukee & 
St. Paul Railway Company to assume obligation and liability as 
guarantor and otherwise in respect of $8,085,000 of trust certif- 
cates to be issued by the Metropolitan Trust Company of New 
York City, under an equipment trust agreement dated July li, 
1922, and sold to White, Weld & Co. of New York, at a price not 
less than 96% per cent of par. The estimated cost of the equip 
ment to be acquired under the trust was given as $10,790,105, 
covering 2,500 steel frame compositie gondola cars, 3,500 steel 
underframe box cars, 500 steel underframe automobile cars, and 
25 Mikado type locomotives. 








l@ oa 


NORFOLK & PORTSMOUTH BELT NOTE 


The Commission has authorized the Norfolk & Portsmouth 
Belt Line to issue under date of July 16, 1922, a one-year 6 per 
cent promissory note for $100,000, payable to the order of the 
Norfolk National Bank of Norfolk, Va., in renewal of a promis: 


sory note for $125,000, reduced by $25,000, maturing July 16, 
1922. 


CHANGES IN DOCKET | 


Hearing in I. and S. 1561, estimated weights and package 
specifications on dried fruits, assigned for July 10 at Fresn0, 
Calif., was cancelled. 


Hearing in I. and S. 1582, banana carrier material from it 
terstate points to southwestern points, assigned for July 15 @ 
Chicago, Ill., was cancelled. 


DOCKET OF THE COMMISSION 


Note. Items In the Docket marked with an asterisk (*) are new 
having been added since the last Issue of The Traffic World. Cancel: 
lations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 


July 17—Chicago, Ill.—Examiner Hunter: ’ 
11757—Chicago, St. Paul, Minmeapolis & Omaha Ry. Co. et al. ¥§ 
Great Lakes Transit Corp. 
Julv 17—Chicago, Ill.—Examiner Howell: 
13663—J. D. Hollingshead Co. vs. M. K. & T. Ry. et al. ‘ 
13697—Chicago Fire Brick Co. vs. C. & E. I. R. R. et al., portion 
Fourth Section Appl. 696, Leland; 1606, Fulton. 
July 17—New York, N. Y.—Examiner Smith: 
13349—David Kaufman & Sons Co. vs. C. R. R. of N. J. et al. 


13544—Hooker Electro Chemical Co. et al. vs. Atlantic City R. ® 
et al. 


July 17—Washington, D. C.—Commissioner Aitchison: . 
13896—In re rules governing ratings of coal mines other than anthr 
cite, and the distribution of cars to such mines. ‘ 
12530—In re distribution among coal mines of privately owned ©! 
and cars for railroad fuel. 
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July 17—Meridian, Miss.—Examiner McQuillan: 
13391—Meridian Fertilizer Factory vs. M. & O. R. R. et al. 
July 17—Phoenix, Ariz.—Examiner Hosmer: 
Il. and §S. 1555—Class arbitraries between stations on Globe division 
of Arizona Eastern R. R 
July 17—Washington, D, C.—Examiner Jewell: 
1. and §. 1590—Iron and steel articles from Ohio and Mississippi 
River crossings to southeast. 
* 1. and S. 1590—Iron and steel articles from Ohio and Mississippi 
River crosings to the southeast (first supplemental order). 


oui, 20 TEnee. Tex.—Examiner Oliver: 
1 nen Automobile Supply Co. et al. vs. Albany Southern 
. R. et al. 


July 18—Chicago, Ill.—Examiner Howell: 
13707—Western Silo Co. vs. Ill. Cent. R. R. et al. 

July 18—New York, N. Y.—Examiner Smith: 
13607—Central Refining Co., Inc., vs. Director General. 
13638—Bristol Brass Corp. vs. Director General, N. Y. N. 
13638 (Sub, No. 1)—Bristol Brass Corp. ws. N. Y. N. H. & 

Director General et al. 

July 18—Phoenix, Ariz.—Examiner Hosmer: 

13180—E, A. Tovera & Co. et al. vs. Director General. 


| 18—Portland, Ore.—Public Service Commission of Oregon: 
inance Docket 2339—In the matter of the application of the Oregon 
Trunk Ry. for a certificate of public convenience and necessity 
authorizing it to abandon a line of railroad. 
<= 19—Chicago, Ill.—Examiner Howell: 
13673—Binney & Smith Co. vs. Ft. Smith & Western et al. 
July 19—Augusta, Ga.—Examiner Shanafédt: 
13714—Merry Bros. vs. Alcolu R. R. Co. et al. 
| 19—New York, N. Y.—Examiner Smith: 
13642—International Pulp Co. vs. Director General. 
July 19—Tuscaloosa, Ala.—Examiner McQuillan: 
3213—Tuscaloosa Cotton Seed Oil Co. vs. Southern Ry. et al. 
13213 (Sub. No. 1)—Gulfport Grocery Co. vs. L. & N. R. R. 
July 19—San Francisco, Cal.—Examiner Kephart: 
1. and S. 1566—Proportional basing fares to Ogden, Utah. 
July 20—Birmingham, Ala.—Examiner McQuillan: 
1 ey Yentral Iron and Coal Co. vs. Director General, M. & O. R. R. 
et al. 
te Ae An Worth, Texas—Examiner Oliver: 
13522—Montrose Oil Refining Co., Inc., vs. Director General. 
13627—Burnett-Yount Horse and Mule Co. et al. vs. Abilene & South- 
ern Ry. et al., portions of Fourth Section Appl. Nos. 461, 462, 621, 
673 and 678, Leland. 
July 20—Chicago, Ill._—Examiner Howell: 
i. and S. 1573—Reconsignment of lumber and other forest products 
at Dupo, Ill. , 
13921—National Retail Lumber Dealers’ Assn. vs. B. & O. et al. 
<= 20—Washington, D. C.—Examiner Sweet: 
13345—In the matter of divisions of joint rates, fares and charges on 
traffic interchanged between the M. & N. A. R. R. Co. and its con- 
nections. 
a A 20—San Francisco, Cal.—Examiner Kephart: 
1 in Mohr & Sons’ New England S. S. Co., Director-General et 
al. 
12946—Charles Harley Co. vs. Director-General. 
—- 20—Phoenix, Ariz.—Examiner Hosmer: 
13765—Saginaw & Manistee Lumber Co. et al. vs. A. T. & S. F. et al. 
July 31—Argument at Denver, Colo., before division 3: 
13293—In the matter of rates, fares and charges of carriers by rail- 
= mnie to the interstate commerce act (with respect to D. & 
13393—W. R. Freeman and C. Boettcher, receivers of D. & S. L. R. 
R. vs. A. T. & S F. et al. 
ee onan. D. C.—Examiner Shanafelt: 
13875—The Oklahoma Southwestern Ry. Co. vs. St. L.-S. F. et al. 
~-_— 21—San Francisco, Calif.—Examiner Kephart: 
13762—Standard Oil Co. vs. Ariz. Eastern et al. 
a | 21—Birmingham, Ala.—fixaminer McQuillan: 
13728—J. R. Thames vs. Ala. & N. W. R. R. et al. 
13649—J. R. Thames vs. Alabama & N. W. R. B. et al. 
— 2i—New York, N. Y.—Examiner Smith: 
13722—West Virginia Pulp and Paper Co. vs. Director General. 
July 22—Norfolk, Va.—Examiner Mackley: 
I. and S. 1571—Cancellation of commodity rates on strawberries from 
Virginia points to eastern destinations. 
~- 22—San Francisco, Cal.—Examiner Kephart: 
13769—Globe Grain & Milling Co. vs. Director-General. 
section departures as may exist. 


H. R. R., 


Such fourth 
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- 24—Indianapolis, Ind.—Examiner Howell: | 
13796—The Public Service Commission of Indiana vs. Ann Arbor et al, 


July 24—Dallas, Tex.—Examiner Oliver: 
|: and S. 1586—Butter, eggs and dressed poultry from Texas to north- 
ern and eastern points. Such fourth section departures as may 
exist. 
July 24—San Francisco, Cal.—Examiner Kephart: 
13556—C. E. Grosjean, doing business as C..E. Grosjean Milling Co. 
vs. Director-General. 
13601—Pacific Mill, Ltd., vs. Director General, Southern Pacific Co, 
et al. 
-_ 24—Kansas City, Mo.—Examiner Jewell: 
13564—Western Petroleum Refiners’ Assn. vs. St. L.-S. F. et al. 
13563—Western Petroleum Refiners’ Assn. vs. C. R. I. & P. et al. 
13568—Western Petroleum Refiners’ Assn. vs. Mo. Pac. et al. 


July 24—New York, N. Y.—Examiner J. E. Smith: 
13723—United Paperboard Co., Inc., vs. Morristown & Erfe et al. 


July 24—Knoxville, Tenn.—Examiner McQuillan: 
13693—B. J. Thorp vs. Director General. 


July 24—Douglas, 
12364—Southern 
Ariz. Eastern : 
12391—Southern Arizona Traffic Assn. et al. vs. Director-General, 
Ariz. Eastern et al. 
July 25—Dallas, Tex.—Examiner Oliver: 
13702—Boren-Stewart Co. vs. Baltimore & Ohio et al. 
13703—L. M. Cohen et al. vs. A. T. & S. F. et al. 
uly 25—New York, N. Y.—Examiner J. E. Smith: 
13613—Blem Coal Co. vs. Lehigh Valley et al. 
13699—The New Jersey Zinc Co. et al. vs. Boston & Albany et al. 


July 25—Escanaba, Mich.—Examiner Hunter: 
9971—National Pole Co. vs. A. T. & S. F. Ry. et al. 


July 25—Kansas City, Mo.—Examiner McChord: 

(. and S. 1577—Minimum weight on liquid asphalt and asphaltum in 
tank cars. 

July 25—San Francisco, Cal.—Examiner Kephart: 7 
13622—Tllinois Pacific Glass Co. et al. vs. Director-General. 
13658—C. D. Westrope and J. H. Rowland (co-partners) et al. vs. 

Director-General. 


July 26—Washington, D. C.—Examiner Jewell: 

Fourth Section Application Nos. 601, A. & V. Ry.; 540, Chattanooga 
Sou. Ry.; 484, G. & S. I. R. R.; 12096, L. & N. R. R.; 2045, I. C. 
R. R.; 1625, C. C. McCain and others. 

July 26—San Francisco, Cal.—Examiner Kephart: 
13667——Philadelphia Quartz Co. of Cal. vs. Director-General. 
13768—R. R. Agnew et al., doing pusiness as Garrette & Agnew, vs. 

Sou. Pac. et al. 

July 27—Cleveland, O.—Examiner Hunter: 
13665—The Ohio Quarries Co, et al. vs. N. Y. C. R. 
Se No. 1)—The Lorain & Southern R. R. 

a. Ft. 


July 27—Tulsa, Okla.—Examiner Oliver: 
bi tag ge ey Iron Works vs. Director General, the C. C. C. & St 
L. Ry. et al. 
12367—Oklahoma Clay Products Assn. vs, A. T. & S. F. Ry. et al. 
July 27—Bristol, Tenn.-Va.—Examimer McQuillan: , 
|. and S. Dkt. 1564—Commodity rates from northern points to Bristol, 
Tenn.-Va., and related points. 
July 27—El Paso, Tex.—Examiner Hosmer: 
13754—E1 Paso Bitulithic Co. vs. El Paso & S. W. et al. 
13700—El Paso Rfg. Co. vs. Director-General, Ariz. Eastern et al. 
~_ 28—Tulsa, Okla.—Examiner Oliver: 
13712—Barnsdall Refining Co. et al. vs. A. T. & S. F. et al. 
July 28—Pittsburgh, Pa.—Examiner Hunter: 
13690—The United States Coal and Coke Co., Inc., vs. Director Gen- 
eral, the Pennsylvania R. R., et al. 
July 29—Santa Fe, N. M.—Examiner Hosmer: 
13755—New Mexico Central Ry. Co. vs. A. T. & S. F. 
July 29—Lynchburg, Va.—Examiner McQuillan: 
|. and S. 1580—Farm wagons from the Carolinas and Virginia to 
Louisiana points. 
July 29—Waterbury, Conn.—Examiner J. E, Smith: : 
13666—The Chase Companies, Inc., vs. Director General and N. Y. 
N. H. & H. 
July 29—Pittsburgh, Pa.—Examiner Hunter: 
1. and S. 1570—Cotton bale covering, ties and buckles, from Texas 
ports to Memphis, Tenn. 
July 29—San Francico—Examiner Kephart: 
13786—Hammond Lumber Company et al. vs. A. T. & S. F. et al. 
1. and S. 1545—Lumber from San Francisco Bay points when from 
beyond. Such fourth section departures as may exist. 


Ariz.—Examiner Hosmer: ‘ 
Arizona Traffic Assn. et al. vs. Director-General, 
et al. 


R. et al. 
co. ve. N.Y. SC 
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FREIGHT COMPANY 


CONSOLIDATED 
CARLOAD 
SHIPPING 
SERVICE 


was established nearly a quarter century 
ago to enable the individual shipper of 
Household Goods to enjoy that marked 
economy in transportation costs which the 
bulk shipper always secures. 


Inaugurated to serve this one class of 
shipper only, so satisfactory was its service, 
so marked its economies, that—to meet the 
urgent demand of shippers—the scope of its 
work was enlarged so that to-day it covers 
the consolidation of 


Household Goods 
Automobiles 
Machinery 


and thus assures to the shipper of such 
freight a definite means of greatly reducing 
their transportation charges thru the dis- 
patching of less than carload lots at rates 
about equal to these charged on carload 
shipments. 


Thousands of shippers testify to this, 
clinching their testimony by giving us their 
business year after year. Give us your next 
shipment and you will deduct considerably 
from its freight cost, and add your testi- 
mony to theirs. 


Trans -Continental Freight Co. 
Export and Domestic Freight Forwarders 


General Offices: 203 So. Dearborn St., Chicago 
Eastern Office: Woolworth Bldg., New York 


Boston Old South Building 

Buffalo Ellicott Square 

Philadelphia Drexel Building 

Cincinnati Union Trust Building 

Cleveland Hippodrome Building 

Los Angeles Van Nuys Building 

San Francisco Monadnock Building 

Seattle Alaska Building r j 4 
Portland, Oregon, 13th and Kearney Sts. oe 


Write the Nearest Office 
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EUROPEAN SERVICE 


United States Shipping Board A-1 Steamers 


Mobile, Pensacola and Gulfport to Rotterdam, Amsterdam, Antwerp, 
Ghent, Havre, Bordeaux and other French Atlantic ports. 


WINDWARD ISLANDS SERVICE 


Regular Service, United States Shipping Board A-1 Steamers 


*. 







time ” 





Mobile to Kingston, Jamaica; Port au Prince, Haiti; San Domingo City; San Juan, Porto 


Rico; Guadeloupe; Martinique; Barbados and Trinidad. Also North Coast of South America 
and Curacao as sufficient cargo offers. 


ST. LOUIS OFFICE: 1217 Pierce Building BIRMINGHAM OFFICE: 424-425 Chamber of Commerce Building 
IRVING H. HELLER, Manager GEO. C. McLAUGHLIN, Manager 


KANSAS CITY OFFICE: 1039 New York Life Building 
A. J. FORD, Manager 
NEW YORK REPRESENTATIVES: W. E. HEDGER-JENKS CO., Inc. 
25 Beaver Street 


CHICAGO REPRESENTATIVE: M. EDW. KIENAPPEL 
112 West Adams Street 
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he San Antonio and Aransas Pass Railway Co. 


J. S. Peter, % 
Vice-Pres. & Gen. Mgr., Vudu y 


San Antonio, Tex. Vy 


J. C. Mangham, 
Gen. Frt. Agt., Uy Y, ; 2 Muskogee 
San Antonio, Tex. “ Y b OklahomaCity 


Amarill Qo 
J. B. Brooks, u 4 


A. G. F. A,, 
San Antonio, ‘Tex. 
H. C. Franks, 
Gen. Agt. Frt. Dept., 
San Antonio, Tex. 


Ki 
> McAlester 


SS 
Be 


Little Rock, | 


{ 
i} 







W. A. Springall, 
Com. Agt., 
San Antonio, Tex. 


A. R. Canfield, 
Com. Agt., 
Houston, Tex. 


N * 
i, Texarkana 


TB. 


S 


Y 
MULL 





















x wn 
(je-Kas Cit Ss 
~HGalveston 
OO” 
UL F 
O F | 
meee s, | 
e~ “eg, “eee M gE xX i¢€¢ @g 
‘Sp, 
O LY SPEEDY, 
yr ACCURATE, 
al} AND 
— ACCOMMODATING 
ar 2 PERFORMANCE 


Making close connection with the Freight Service on all principal lines with which we connect; 
our service is unexcelled with through fast freight trains for carload and package freight making the 
time between terminals shown below, also to Mexico via Laredo. 












TO 


List of Direct Connecting Rail Lines: 






































Waco Houston San Antonio | Corpus Christi Alice Laredo via Alice 
ON IVEEIE gappevirctetn 3334 hrs. 24 hrs 26 hrs 24 hrs. 3534 hrs Aransas Harbor Terminal Railway 
Cameron....|  ........ 30% * 20 « 22 «8 20 « 2. Fredericksburg & Northern Ry. 
eectasl S| ays | Bn | BS | RS | Bes | sa comeetates 
—— na Gulf Colorado & Santa Fe Ry. 
Below is approximate service in days from following cities and River Crossings: International & Great Northern Ry. 
ns TO Missouri, Kansas & Texas Ry. 
nom Waco Houston San Antenio | Corpus Christi Alice Laredo via Alice ee ee Gulf R.R 
eases Clty) ..kvecs 4 days 34 days 3 days : days 4 days San ys arco we awe Re RR. 
Mem his.... ea heey 4 es 3% =° 34% << 3% « 4 « St. Louis Southwestern Ry. (Cotton Belt) 
New Orleans! 3 days 3% 3 « 3s. « ae 3% * Sugar Land Ry. 


Trinity & Brazos Valley Ry. 


Proportionate service to above is rendered to all intermediate points. Texas Mexican Ry 
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“» Where they reach | Where to reach them 
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SOUTHERN PACIFIC’S NEW ELEPHANT HERD 
52 of One Variety 











20 of These Giant Oil Burners Formed the 


SOUTHERN PACIFIC PROSPERITY SPECIAL 


Crossing the Continent From Philadelphia to the Pacific by Daylight. 


THOUSANDS VIEWED THE UNPRECEDENTED SPECTACLE 
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